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NOTICE TO SUBSCRIBERS 
Consequent on paper rationing, new subscribers in Great 


Britain cannot be accepted until further notice. Any applications 
will be put on a waiting list, and will be dealt with in rotation 
in replacement of subscribers who do not renew their subscrip- 


tions. Orders for overseas destinations can now be accepted 
POSTING ‘‘ THE RAILWAY GAZETTE ’’ OVERSEAS 
We would remind our readers that there ave many overseas 


countries to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RatLway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
9.30 a.m. till 5.30 p.m. 
The office is closed qn Saturdays 


Mondays to Fridays 





ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries tnvolving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
brinting compared with pre-war standards 


Reservation of Sleeping Berths 


N our June 8 issue, we stressed the desirability of the Ministry 
of War Transport reducing the number of sleeping-car berths 
which it controls for the purpose of facilitating the journeys of 
persons travelling on Service and other Government business. 
Under the existing arrangements ordinary passengers desiring 
sleeping berths apply in the normal way to the company con- 
cerned, but hitherto the Ministry has not advised the railways 
of the number of berths it does not wish to use on trains from 
London until after 4 p.m. on the day of travel. This arrange- 
ment has inflicted a good deal of inconvenience on passengers, 
as the company could not advise them whether they had been 
successful in obtaining a berth until it was almost time for them 
to leave for the station. In a number of cases an earlier inti- 
mation that berths were not available would have saved pas- 
sengers a long night journey in an ordinary compartment, as 
they would have had time to alter their arrangements and travel 
by day. We are glad, therefore, to learn that as from June 27 
the railway companies will be notified of reservations required 
by the Ministry of War Transport on trains from London on the 
day before the day of travel, which will enable the companies 
to advise applicants for berths 24 hours earlier than at present. 
A similar arrangement already exists in the case of journeys 
to London. In view of the commencement of demobilisation and 
the general revival of the country’s normal activities, we feel 
that the Ministry could well reduce the number of “ priority ’ 
bookings and place a larger number of berths at the disposal of 
the companies for use by the general public. 


« * * * 
Mr. A. E. Pullar 

Mr. Albert Evans Pullar, whose death is recorded elsewhere 
in this issue, was one of the original directors of the London 


Midland & Scottish Railway Company, from the board of which 
he retired early in 1943, and up to grouping in 1923 had been 
for 24 years a Director of the Highland Railway Company, of 
which he had been Deputy-Chairman from 1915 until the end 
of 1922. His retirement from the board of the L.M.S.R. (in con- 
nection with which a portrait and biography of Mr. Pullar were 
published in our issue of March 26, 1943), thus ended a railtvay 
directorship which had extended for over 44 years; Mr. Pullar, 
however, remained a member of the Scottish committee of the 
L.M.S.R. in Glasgow. He took more than an ordinary directorial 
interest in railway affairs. Among his hobbies had been the 
collection of the seals of the constituent and subsidiary com- 
panies forming the L.M.S.R. Another had been the collection 
of the coats-of-arms of British railways, which may be seen at 
Perth Station Hotel. In the course of his address at the annual 
general meeting of the L.M.S.R. in 1943, Lord Royden, the 
Chairman, referring to Mr. Pullar, said: ‘‘ His intimate know- 
ledge of all problems affecting railway working was of great 
value and help, and we all regret his decision to retire. He will 
be greatly missed by all of us who have the privilege of his 
friendship.”’ 


* * * * 


King’s Birthday Honours List 


The Birthday Honours List contains the names of a number 
of railway officers.. In view of the contribution made to the 
prosecution of the war by railways in the Empire, honours have 
been awarded to a number of overseas railway officers. Mr. R. E. 
Robins, General Manager, Kenya & Uganda Railways & Har- 
bours, becomes a Knight Bachelor. Mr. A. E. Hamp, General 
Manager, Tanganyika Railways & Port Services, and Mr. A. F. 
Kirby, General Manager of the Palestine Railways, both receive 
the C.M.G. Sir Edward Benthall, War Transport Member of 
the Governor-General’s Executive Council, receives the 
K.C.S.I.; there are a number of awards to persons associated 
with Indian railways, including the K.C.I.E. to Sir Satyendra 
Nath Roy, formerly Secretary of the Government of India 
Department of War Transport, and the C.I.E. to Mr. Harold 
Hinton Cooper, Chief Mechanical Engineer, North Western Rail- 
way, and Mr. Frank Pope, now Chief Commercial Manager, 
L.M.S.R., for a time Regional Port Director, Calcutta. Briga- 
dier C. M. Hoffe, General Manager, South African Railways & 
Harbours, receives the C.B.E. (military division). Representa- 
tives of the home railways who receive the C.B.E. include Mr. 
V. M. Barrington-Ward, Assistant General Manager (Operating), 
L.N.E.R., and Mr. G. Cole Deacon, Secretary of the Railway 
Executive Committee until the end of March last, when he 
resumed his duties with the Railway Companies’ Association. 
The C.B.E. is also awarded to Lt.-Colonel H. C. Smith, Director- 
General of the Iraqi State Railways, Mr. C. R. Williams, Géneral 
Manager of the Sudan Railways, and Mr. G. F. Sinclair, Chief 
Engineer (Trams & Trolleybuses), L.P.T.B., who was Transport 
Director, Middle East, United Kingdom Commercial Corpora- 
tion Limited. Those receiving the O.B.E. include Mr. L. E. 
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Ford, Chief Docks Manager, Cardiff, G.W.R., Mr. Conrad 
Gribble, Deputy Chief Civil Engineer, Southern Railway, Mr. 

H. Peppercorn, Assistant Chief Mechanical Engineer, 
L.N.E.R., and Mr. Norman Smith, Chief Engineer Officer of the 
s.s. Dinard, Southern Railway. 


- x * = 


Mr. Dendy Marshall 

The death on Thursday, June 14, of Mr. C. F. Dendy Marshall, 
M.A., marks the close of a career of remarkable scope and versa- 
tility. Mr. Dendy Marshall was a familiar figure at a number 
of technical institutions and scientific associations, to which 
he gave active support for a number’ of years. He will be 
remembered best in the railway world by his notable literary 
works, in which a flair for historical research enabled him to 
make contributions of lasting interest and value to students of 
railway history. Such efforts include his two essays in 
irly locomotive history published in 1928, to which he added a 
ipplement in 1939; his ‘‘ Centenary History of the Liverpool & 
Manchester Railway (1930); the monumental “‘ History of the 
Southern Railway (1936); and his History of the British 
Railways Down to the Year 1830,’’ which appeared two years 
later. Of his purely technical works, his book on ‘‘ The Resist 
ince of Express Trains ’’ is perhaps best known; another work, 
dealing with the motion of railway vehicles on a curved line led 
to the award of a George Stephenson prize by the Institution of 
Mechanical Engineers. He was a prominent Member of the 
Institution of Locomotive Engineers, and was a Past-President 
of the Newcomen Society. In addition, he was a Member of the 
Athenzum and the Royal Aeronautica] Society. Some years ago 
he had qualified as a barrister-at law. He maintained his interest 
in railway matters to the end, and his death leaves a gap which 
will be felt deeply by all who admired the culture and scholarship 
which characterised his work. 

* ~ ~ « 
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Overseas Railway Traffics 

The spurt in the prices of the stocks of British-owned railways 
in Argentina which was caused by the decision to repay the 5 per 
cent. notes of the Buenos Ayres Western Railway has not been 
sustained and there has been a fall in most issues. Traffics of the 
four larger companies in the 49th week of the financial year have 
been good, particularly in the case of the Buenos Ayres Great 
Southern, and there is a fair increase of £4,581 for the week on the 
Entre Rios to set against the small gain of £431 on the Argentine 
North Eastern For the first 23 weeks of 1945 the gross receipts of 
the Antofagasta amount to £707,220, an increase of £65,430, and, 
the Nitrate figures for the 21 weeks to May 31 have reached £76,150, 
still £5,720 below those for the corresponding period of 1944 not- 
withstanding an advance of £1,720 in the latest weekly return 
There has been a slight improvement in the Taltal Railway position 
during the month of May, but its aggregate receipts for 47 weeks are 
£26,895 down By the increases totalling £13,816 for the 22nd and 
23rd weeks of 1945, the Leopoldina is now £3,581 to the good in its 
aggregate receipts 


No. of Weekly Inc. or Aggregate Inc. or 
week traffics dec. traffic dec. 
£ £ £ £ 

Buenos Ayres & Pacific* 49th 113,812 10,062 6,704,687 1,093,062 
Buenos Ayres Great Southern* 49th 191,187 + 30,562 10,200,625 1,096,125 
Buenos Ayres Western* 49th 67,937 7,500 3,471,062 4+- 537,750 
Central Argentine* 49th 173,181 15,744 8,845,125 921,725 
Canadian Pacific ’ , 23rd 1,211,600 +56,000 26,542,600 196,600 


* Pesos converted at l6 to £ 


On the United Railways of the Havana increases 
in the 48th and 49th weeks of the financial vear have reduce 
aggregate decrease to £191,743 
* * * * 

‘*The Daily Mail’’ 

[he zeal of the daily newspapers for making political points at 
the present time is understandable in view of the imminence of 
the General Election, but sometimes their enthusiasm for effect 
leads them into error of fact. The Daily Mail, for example, in a 
leading article recently, which argued against the Labour Party’s 
programme of nationalisation of large industries in this country, 
sought examples from overseas in support of its contention that 
private enterprise is preferable. It recounted the deficit of 
£81,000,000 accumulated by the publicly-owned railways of 
Australia between 1915 and 1932, and went on to say that 
‘‘ The privately-owned railways in Australia had a much lower 
average of working expenses and a higher net revenue. They also 
paid better wages than the railways owned by the Commonwealth 
or the States.’’ Apart from some very small lines, of which 
by far the largest is the Jarrah Belt Railways, owned by Millars 
Timber & Trading Co. Ltd., which has 250 miles of 3-ft. 6-in. 
gauge line, the only company-owned and worked railway of any 
size in the Commonwealth is the Midland Railway of Western 
Australia, which has 277 miles of 3-ft. 6-in.-gauge line. We are 
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ourselves opposed to the nationalisation of railways in Great 
Britain, because we believe that to do so would lead to lessened 
efficiency, as a result of political interference and bureaucratic 
control, but we recognise that many State-owned railways in the 
Empire are well managed and efficient. 

* x * * 


Railways and the State 


Sir William Wood, President of the London Midland & Scot 
tish Railway Company, in a letter to The Spectator has com- 
mented on some points in a previous issue of that newspaper. It 
had been suggested that, although on grounds of efficiency there 
was no reason for State interference with railways, ther ight 


be on other grounds. Large capital expenditure would be neces- 
sary, and it might be difficult to find the money by ordinary 
recourse to the market. Also, it might suit the Government to 
use the railways as an instrument for ironing out employment 
fluctuations. Sir William Wooc pointed out that since 1923 
the railway companies had spent £450,000,000 on modernisation 
and re-equipment. There was no difficulty in continuing t 
obtain the funds for expenditure which was economically justi- 
fied, but expenditure which was desirable might not be justified, 
because of negative State interference which handicapped the 
railways. That had affected present prices of railway stocks, 
because, at the busiest time in their history, the greater part of 
funds which normally would be available for dividends had been 
liverted to the Treasury. The railway system had been used on 
several occasions, by agreement with the railways, to iron out 
fluctuations in employment. This assistance to the State had 
been alleged recently by those who wished for increased State 
interference to be a subsidy of the railway companies. 
x * * ol 


Steel Prices and Technical Progress 


Ihe British Iron & Steel Federation has issued a statement in 
reply to suggestions made by Mr. Ernest Bevin that high prices 
were being charged to keep obsolete plants in production. The 
statement points out that British steel prices are fixed by the 
Government and the price arrangements were set up at the 
request of the Government early in the war to equalise and 
restrict profits in the industry, and to ensure that steel needs 
for the war effort would be forthcoming. The British stee 
industry has been carrying a war burden of insurance, interrup- 
tion of supplies due to enemy action, and other exceptional 
wartime charges unknown in the United States, and even so 
United States steel prices have risen since the comparison made 
by Mr. Bevin, and are likely to rise further. The greatest single 
factor in the price of British steel has been the wartime increase 
in the cost of coal. Coke used in blast furnaces has increased in 
price by 137 per cent. Modernisation of the industry has been 
stopped by nearly six years of war, and probably the weakest 
spot in British iron and steel production was iron-making. By 
1930 Great Britain had fallen behind in blast furnace practice 
but this has now been remedied. Statistics show that 100 blast 
furnaces in Great Britain now produce approximately the sam« 
tonnage as did 158 in 1929 


x x x * 





Standard Locomotives for Overseas Railways 


The desirability of introducing an increasing degree of standard 
isation into the design and production of locomotives is a matter 
which has engaged the attention of the British locomotive build- 
ing industry for a considerable time. It is recognised that to d 
so would make possible a number of important economies both in 
production methods and costs. There is every reason to believe 
therefore, that the British Locomotive Manufacturers’ Association 
would give its blessing to the principles enunciated by Mr 
Thompson Fairless in an article which appears elsewhere in this 
It is clear, however, that the matter is not one which rests 
solely with the locomotive manufacturer. In a great many cases 
the Chief Mechanical Engineer of the overseas railway for which 
the locomotives are built, is specific in his demands for the in- 
clusion of particular features in the design which, in his view, wil 
be best suited to meet conditions on his railway. Nevertheless 
the present time, when the need for motive power in practically 
every part of the world is very great and in excess of the earl) 
capacity of builders, may provide an excellent opportunity to 
further the end for which Mr. Thompson Fairless argues. 


issue. 


L.P.T.B. Posters on ‘‘ STAGGERED Hours.’’—A series 0 
posters designed by PateKeeley has appeared recently on London's 
Underground stations. The posters stress the advantage oi 
‘““ staggered ’’ working hours as a means of easing travel conditions 
for the public. Even in normal times the staggering of working 
hours helped to solve rush-hour problems, and until peacetime 
services can be restored, the system must remain of great 
importance. 
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The Railways: Questions and Answers 


T He British main-line railway companies have chosen an 

opportune moment for the publication of a pamphlet* 
which asks and answers six questions concerning the State owner- 
ship of railways. The first questions is: Would the public be 
better served by State ownership? On this point the companies 
answer two charges made by critics, (i) that the railways have 
shown so little progress and initiative in the last sixty years 
that the public would be better served if they were taken over by 
the State; and (ii) that they have done nothing to modernise 
their stations. The companies recall that they have become 
the largest owners of docks, hotels, and freight road services in 
Great Britain: that they hold the world’s record for steam-train 
speeds, the longest regular non-stop runs, and the fastest regular 


steam-train record; that they have established and maintain 
the world’s largest suburban electric-train service; that the 


lensity of their traffic far exceeds that of France, Germany, or 
the United States; that they have introduced the most compre- 
hensive range of cheap-travel facilities, have spent a million 
pounds in scientific research and, when released from Government 
control, will make even greater strides.in modernisation. As to 
stations, hundreds have been rebuilt or modernised since the last 
war, but much of this work has been destroyed or damaged by 
enemy air attacks. The rebuilding of many other stations had to 
be held up by reason of the war, but work will be resumed as soon 
as labour and materials permit. For these reasons they answer 
the question with a resounding negative. 

We suggest, however, that an even more telling argument 
would have been the statement that had not private enterprise 
sacrificed dividends in the lean years before the war, and pledged 
its faith in the future by devoting vast sums to the improvement 
of its undertakings, the railways could not possibly have met the 
unprecedented war transport demands so efficiently. 

The second question is: Would labour be better off under 
State control? to which the companies again answer, No! To 
the allegation that under State ownership all staff would become 
members of the civil service pension scheme, the railways 
point out that 75 per cent. of civil servants are non-established 
ind therefore not eligible for pensions other than those payable 
under national schemes. On the other hand, the railway com- 
panies spent £3? millions on pensions and national insurance in 
1938 as against £1} millions paid in dividends on ordinary stock. 
To the charge that railway labour conditions are notoriously bad 
and would be infinitely better under State ownership, the com- 
panies reply quite fairly that such conditions compare favour- 
ibly with those of State establishments or industry generally, 
and their staff negotiating machinery is the finest in the country. 

[he third question is whether industry would be better off 
under State ownership. To the argument that public owner- 
ship of all transport is desirable because of its importance 
in the location and efficient working of major industries, 
the railways state that there is no evidence that they have 
failed to provide the facilities required by industry and, in fact, 
they have put many special facilities at the disposal of industry. 
These include private sidings to nearly every major factory; the 
loubling between 1923 and 1939 of the number of express ‘trains 
giving next morning deliveries and an expenditure of £450 
millions on the modernisation and development of railway facili- 
ties generally. To the charge that British railway rates ‘are the 
highest in the world, the companies reply that the vast differ 
ences in local conditions make it practically impossible to reach 
a true comparison between the rates of any two countries. 
British charges are fixed by a statutory body which meets publicly 
and to which any trader has right of appeal. The companies 
night have added that at every general review of the charges it 
has held to date, it has reported to the Minister of Transport that 
the railways have been conducted with efficiency and economy. On 
the point that in their efforts to obtain a monopoly the railways 
have ruined canals, the companies state there is no case of any rail- 
Way company purchasing a canal for the sake of closing it but, in 
fact, Parliament compelled them to take over many moribund 
canals and operate them in consideration of the grant of permission 
to build railways. Large sums have still to be paid to canal share- 
holders on guarantees enforced by Parliament nearly 100 years ago. 

lo the question ‘‘ Does not the L.P.T.B. illustrate the benefit 
of public ownership?’’: the companies make the telling reply 
that the Board is neither State-controlled nor State-owned. In 
fact, it is privately owned but the shareholders have no control 





has The Railways: Answers to Questions and Statements.”’ Issued by the British 
Main-Line Railway Companies, 22, Palace Chambers, London. S.W.1 
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over their property, and it is therefore an example of a bad 
compromise between private and State ownership. The holders 
of the ‘‘C”’ stock have never received their statutory dividend 
and are in a position to appoint a receiver; the statutory redemp- 
tion fund to be created to redeem the capital, other than the 
‘““C’’ stock, out of income within 80 years, has never been 
set up. 

‘‘ Would the taxpayer gain?’’ is the sixth question, to which 
the companies answer, ‘‘ No!’’ Dealing with the allegation that 
railway credit has fallen so low that the State has twice been 
forced to raise capital on their behalf since 1935, the companies 
remark that the converse is true, as they came to the assist- 
ance of the State and carried out works which they would not 
normally have undertaken so as to assist the Government reduce 
unemployment. Further, they point out that if railways owned 
by private enterprise incur losses, their stockholders have to 
bear them, but if State railways incur losses, the taxpayers have 
to bear the burden. 

Turning from the negative to the positive side, the pamphlet 
ends with the query—‘‘ Have the railways any plans for the 
future?’’ The answer this time is in the affirmative and the 
companies state that their plans include speedier and more 
comfortable travel; quicker collection and delivery of freight 
traffic; further electrification; the provision of holiday camps; 
throughout bookings for land, sea, and air travel, and closer 
co-operation with road hauliers. 


* * * * 


Indian Railways in 1943-44 


HE Indian Railway Board Administration Report for the year 
ended March 31, 1944, opens as usual with a review of the 
monsoon and the all-important crops dependent on it. The rain- 
fall was generally within 20 per cent. of normal, though there 
were deficiencies in Sind and Baluchistan and south-eastern 
Madras experienced an excess. The crops affecting traffics during 
the year under review were: rice, groundnut, sugarcane, cotton, 
linseed, and wheat better than in the preceding year; and castor 
seed, sesamum, rape and mustard, and jute less, the latter due to 
decreased sowings. 

Railway earnings established a new high record, thanks mainly 
to war conditions. Gross traffic receipts of lines owned and/or 
worked by the State totalled Rs. 185-43 crores (£139,072,500) as 
compared with Rs. 155-48 crores (£116,610,000) in 1942-43, an 
increase of Rs. 29°95 crores (£22,462,500). After meeting all 
charges including depreciation and interest on capital, the year’s 
working resulted in a gain of Rs. 50 84 crores (£38,130,000). Of this 
surplus Rs. 37-64 crores were placed to the credit of the general 
revenues of the Central Government and the residue of Rs. 13-20 
crores was transferred to the railway reserve fund. As com- 
pared with 1942-43, both passenger and goods traffic handled by 
all Indian railways was heavier, and total earnings under both 
headings were substantially greater, due mainly to longer leads, 
increased military traffic, and a further shift of the centre of 
gravity towards higher-rated goods traffic. These large increases 
were secured despite reduced passenger services, a publicity cam- 
paign against unnecessary travel, and a deliberate curtailment of 
non-essential goods traffic. Figures as compared with the previous 
year were as follow :— 


! . 


| Percentage 
Items 1942-43 1943-44 heer 
- oe Fn —_—__— —— 
Passengers carried (millions) ... 622-3 789-3 26-8 
Passenger-miles (millions) a 24,353* 32,483 33-4 
Passenger earnings (crores) Rs. 48-80 67-11 37°5 
Average fare per mile sas sn d. 0-36* 0-37 2:77 
Average distance travelled... ... miles 39-1* 41-2 5-37 
Goods tons carried (millions) - - 95-3 95-9 0-63 
Net ton-miles (millions) 7 asia 28,107 28,361 0-90 
Goods earnings (crores) Rs. 97°21 | 102-82 | 5-77 
Average rate per ton-mile_... oo 0-6225 0-6525 4-82 
Average distance carried + ... Miles 295-1 295-°8 | 0-24 


* Revised figures 


In accordance with the decision made in the previous year, the 
contract of the Guzerat Railways Company with the Government 
terminated on March 31, 1944, and these lines were absorbed in 
the State Railways system. During the year under review the 
Government also decided to purchase the 27-mile rebate-aided 
narrow-gauge Dhond-Baramati Railway, with effect from Octo- 
ber 1, 1944; it is worked by the Great Indian Peninsula Railway. 
It was also decided to purchase the 76-mile Jacobabad-Kashmore 
Railway as from April 1, 1945; this also is a rebate-aided narrow- 
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gauge line worked by the North Western Railway. Much more 
important, however, was the premature termination of the con- 
tracts of the Madras & Southern Mahratta and South Indian 
Railways on April 1, 1944. The contracts of the companies work- 
ing these State-owned lines with the Secretary of State for India 
were not normally terminable until December 31, 1945. 

[he progressive expansion of India as a major base for opera- 
tions against Japan during the year resulted in greatly increased 
demands for movements by rail, both military and civil. The 
strain on railways increased to an extent that taxed all their 
resources, and the creation of the South-East Asia Command 
resulted in it being necessary to plan for even heavier 1ail move- 
ments in the future. It was necessary to take in hand projects 
for increasing the capacity of certain lines and to make arrange- 
ments to utilise indigenous productive capacity for rolling stock to 
the utmost. To meet the growing military demands it was also 
necessary to make arrangements with the United Kingdom and 
the United States of America to supply locomotives and wagons 
in appreciable numbers. The intensification of all forms of rail- 
way working made it necessary for 100 officers to be released from 
the armed forces and 10 from civil departments to enable them to 
return to their respective railways. Even so there were still 150 
officers away from their normal peacetime duties on deputation. 
The offer of American supervision for a portion of the metre-gauge 
section of the Bengal & Assam Railway was gratefully accepted 
and was of considerable assistance. 

Most of the more important railways suffered some damage from 
floods or cyclones during the year. On the South Indian Railway 
the cost of damage so caused amounted to over Rs. 3 lakhs, and 
on the Madras & Southern Mahratta a goods train fell into a 
breach with considerable damage to rolling stock, and a cloud- 
burst in July caused a passenger train to capsize with a resultant 
loss of 22 lives. The most seriously-affected railway was the East 
Indian, when the main and Howrah-Burdwan Chord lines were 
both seriously breached. The carriage of materials for the repair 
works at these breaches and the building of additional permanent 
bridges necessitated the use of some 25,000 wagons, taxing the 
already overburdened resources of the railway to the utmost in 
the matter of extra trains, power, and staff. 

While elaborate and widespread post-war plans for the economic 
and social development of India are being worked out, it has 
been considered necessary for a rough preliminary seven-year 
reconstruction programme to be drawn up by the railways so 
that they will be in a position to implement the carrying out of 
the general plan and estimate approximately the extent of the 
improvements, extensions, and general development needed for 
them to keep pace with the materialisation of the general scheme. 
This seven-year programme provides for an aggregate expenditure 
of Rs. 319 crores (£239,250,000) during that period, this sum being 
distributed as follows :— 


j | Total 
Post-war years Ist | 2nd | 3rd | 4th | Sth | 6th | 7th in 
| | crores 


) 


—--—w-o 


VaAWUawn 


Rehabilitation . 
improvements (1) operatives 
Improvements (2) staff welfare 
Third class amenities 
—Construction of new lines 


one > 
COMMON 
@ 
@ 
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Total in crores 16 | 33 | 54 | 54 54 | 54 | 54 319 


By request of the Government of India, Mr. R. J. M. Inglis, 
Divisional General Manager, Scotland, L.N.E.R., and Colonel J. A. 
Appleton, a railway expert from the United States, together 
visited India as a mission to report to the Government and 
advise the railway administrations upon general operating effici- 
ency. They travelled some 10,000 miles over broad-gauge and 
also over metre-gauge metals during their three months’ tour of 
the country, which included inspections of Calcutta and Bombay 
docks and Madras and Vizagapatam harbours. Some of their 
suggestions were acted on by the railway administrations at once, 
and the mission subsequently reported that one of the most 
urgent needs of Indian lines was increased supervision by experi- 
enced staff if the greatly increased traffic was to be moved quickly; 
it recommended that such staff should be returned to its respec- 
tive railways from the Army and other Services. 

The mission’s report stated that extra power and rolling stock 
were urgently needed, and sponsored the request of the Railway 
Board for additional engines, wagons, and wagon components 
from the U.K. and U.S.A. in the 1944 and 1945 programmes. It 
further stressed the need for accelerated delivery of this stock, 
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and for improvements in and additions to control circuits, tele. 
phone, telegraph and teletype communications, 

Other recommendations covered measures to accelerate speed by 
amendment of restrictive rules, by full utilisation of the tractive 
effort of engines, by acceleration of schedules, and by the climi- 
nation of waste time at meeting points; remodelling of some 
engine shed layouts and the provision of cranes for coaling to 
improve turn round; the more general use of water-softening 
plants to reduce the lay-off time of engines; increased water and 
coal capacity on engine tenders; the establishment of schools for 
the training of control staff; increased facilities for traffic opera- 
tion by construction of additional passing loops to shorten the 
distance between block stations, lengthening of existing loops to 
accommodate longer trains, and the conversion of dead-end to 
double-end passing sidings; reduction in the number of train 
inspections and elimination of overlapping inspections. All these 
matters have been under active consideration of railways and 
steps have been taken to implement the mission’s recommenda- 
tions to the maximum possible extent. 

No new lines were sanctioned for construction during the year, 
and only 1-11 miles were opened for traffic. New locomotives and 
rolling stock placed in service as additions or in replacement of 
condemned stock included 55 broad-gauge and 182 metre-gauge 
engines (including War Department locomotives), 101 broad- and 
50 metre-gauge coaching units, and 2,231 broad- and 3,485 metre- 
gauge wagon units (including W.D. wagons). The fuel economy 
campaign was vigorously continued and substantial economies 
resulted from it. Among the activities of the Central Standards 
Office were the issue of a Military Metre Gauge Railway Bridging 
Handbook, and designs for unit-construction 60-ft. span bridges, 
light trestles, and spans up to 100 ft. in length. This office con- 
tinued to be responsible for meeting military needs in the form 
of engines, stock, and, in particular, ambulance trains, from 
Indian railways, and for the return of stock sent overseas. 

* * * * 


South African Railways & Harbours 


HE report of the South African Railways & Harbours for the 
year ended March 31, 1944, which is signed by Mr. C. M. 
Hoffe, the General Manager, reviews a period of unparalleled 
activity in practically every sphere of the Administration’s busi- 
ness. Despite limited resources of manpower and equipment, and 
the unavoidable difficulties associated with wartime transport, 
traffic was moved in record volume, placing a severe strain on the 
staff and necessitating the use to maximum advantage of every 
available engine, carriage and wagon, and road motor vehicle 
Revenue from almost every source 1teached new heights with 
rates, fares and charges at more or less their pre-war level, and 
although expenditure grew to a much greater extent, the results 
of the year’s working may be regarded as giving every cause for 
satisfaction. Since the close of the year under review, staff 
working conditions have been placed on a new basis. With the 
recent rise in working costs these important staff improvements 
could not have been entertained without some corresponding 
increase in revenue, and it has accordingly been found necessary 
to add, as from October 1, 1944, a war surcharge of approxi- 
mately 10 per cent. on all rail and road-motor rates and fares. 
The accompanying table refers to railway operations only. 


1942-43 1943 -44 
Route miles open... 13,294 13,301 
Train-miles 67,477,487 68,646,270 
Passenger journeys p mee nk See 180,444,842 202,348,562 
Goods and minerals, tons” a rire jue 23,086,704 24, 122.499 
Coal traffic, tons ... ‘ 12,829,610 13,804,461 
Ton-miles (revenue earning) 8,676,281,752 8,958,520,701 
Average haul, miles os 237 233 


Operating ratio, per cent. 6 cS mes 70-92 73-87 


Percentage return on capital £5 12s. 3d. £4 5s. 7d 
£ £ 
Passenger receipts 10,749,594 12,218,109 
Goods and mineral receipts 22,351,047 23,629,268 
Coal traffic receipts 4,845,769 4,541,472 
Totalearnings . 41,455,223 44,053,410 
Ordinary working “expenditure... 25, 734, 583 28,807,747 
Depreciation ‘ faa 3,667,320 3,735,131 
Surplus over working expenditure ‘in 12,053,320 11,510,532 
Surplus over interest, etc. ee ao 4,625,631 2,534,802 
Capital expenditure, open lines” 174,969,513 178,03 | ,583 


Revenue in the year 1943-44 from the combined services of 
railways, harbours, steamships and airways was £53,066,401, an 
increase of £2,383,190, and working expenditure thereon advanced 
from £45,971,622 to £51,183,008. 

Compared with 1942-43, earnings from railway transport ser- 
vices increased by £2,598,187, or 6-27 per cent., and ordinary 
working expenditure (excluding depreciation) by £3,073,164, or 
11-94 per cent. Passenger journeys in the year for the first time 
exceeded the 200,000,000 figure. High-rated traffic (tariffs Nos. 
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1 to 6) amounted to 5,795,459 tons, producing revenues of 
£19,632,812, compared with 5,289,575 tons and £16,840,981 in 
1942-43. Coal traffic tonnage increased by 974,851, but receipts 
therefrom were £304,297 lower than in the previous year, due 
principally to the reduction in rates for local consumption. 

Working expenditure, exclusive of depreciation, represented 
65-39 per cent. of gross earnings, compared with 62-08 per cent. 
in 1942-43. Expenditure was affected generally by the extra 
responsibility allowance of 5 per cent. granted with effect from 
April 1, 1943, to all employees in receipt of a salary or wage not 
exceeding £750 per annum, the improved rates of pay applicable 
to the lower-wage groups, and the increased cost of stores and 
equipment. Additional ballasting, heavy renewals of overhead 
electrical equipment and increased maintenance work contri- 
buted to the higher expenditure on way and works. Intensive use 
of rolling stock was also a factor in increasing the cost of main- 
taining rolling stock. The rise in train and engine mileage, the 
greater volume of traffic conveyed, and the larger sum paid out 
in respect of claims compensation caused additions to running 
and traffic expenses. 

* * * * 


Belgian and Dutch Train Services during the 
German Occupation 

S a supplement to the information given in the February 23 

and March 2 issues of The Railway Gazetie concerning the 

train services that were maintained in France and Italy respec- 

tively during the German occupation, we are now able to give 

similar details in regard to Belgium and Holland. As in France, 
the best facilities.in both countries were given 


THE RAILWAY 








GAZETTE 613 






































over most routes, on the average three in each direction in the - 
morning, about midday, and in the evening. 

In Holland the train services, even as late as the summer of 
1944, were probably the best in Europe, but this was due largely 
to electrification. As in peacetime, the services concentrated 
chiefly on Amsterdam and Utrecht, and were run on standardised 
timings, with complex connections at the latter place. From 
Amsterdam Central there were hourly trains throughout the day 
to Alkmaar via Zaandam; Ymuiden via Haarlem (with‘an hourly 
connection from Haarlem to Alkmaar); and twice every hour to 
Haarlem, Leyden, The Hague, Schiedam, and the Delft Poort 
Station at Rotterdam; one of the last pair continued hourly to 
Dordrecht. The 81 min. allowance from Amsterdam to Rotter- 
dam, 53} miles, compared with 68 min. in peacetime. There was 
a service at 20-min. intervals between Rotterdam Hofplein and 
The Hague, and a train every hour to and from the Hook of 
Holland. The Dutch timetable map, like the Belgian, indicated 
a steamship service between the Hook of Holland and Harwich! 

From Amsterdam one fast and one slow train left every hour 
for Utrecht, with the fast train of each pair continuing alter- 
nately to Arnhem and Nijmegen, or to Eindhoven. Both from 
The Hague and from Rotterdam Maas trains left twice each hour 
for Utrecht, and were joined at Gouda; from Utrecht the fast 
trains ran alternately to Nijmegen and to Einhoven, and with 
the trains from Amsterdam provided an hourly service between 
Utrecht and both these towns. From Amsterdam the allowance 
was 1 hr. 59 min. to Nijmegen and 2 hr. 7 min. to Eindhoven 
(90 and 97 min. respectively in peacetime); from The Hague the 
through journey was 8 min. longer. All these services inter- 
connected at Utrecht, from which also there were two trains 





on routes which had been equipped for electrical 
operation before the outbreak of war. Between 
Brussels and Antwerp, for example, there were 
two expresses every hour, calling only at Malines, 
and one “‘all stations’’ service, supplemented 
during the rush hours by two semi-fast trains 
calling at five principal intermediate stations and 
an additional stopping train. The expresses were 
smartly timed, with 16 min. for the 13-8 miles 
from Brussels to Malines, and 17 min. for the 
15 miles on to Antwerp, schedules which required 
start-to-stop speeds of 51-8 and 53-0 m.p.h. 
respectively, and only 4 min. slower overall than 
the non-stop bookings maintained in peacetime. 
International trains, non-stop between Brussels 
and Antwerp East and _ steam-hauled, were 
allowed 45 min., much as before the war. 

On the main lines, with steam haulage, both 
fast and slow services were more frequent than in 
France. There were nine expresses daily in each 
direction between Brussels and Liége, the best, 
calling only at Louvain, taking 1} hr. or slightly 
less. Three of these ran through to Cologrie, one 
to Aachen, and three to the frontier station of 
Verviers; the time allowance to Cologne was 
about 53 hr., compared with the peacetime aver- 
age of 4 hr., and 3 hr. 20 min. by train-de-lure. 
Southwards from Brussels there were six trains 
in each direction between Brussels Midi and 
Tournai, fouc of which continued between 
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Tournai and Lille. The quickest Brussels—Lille 
train took 2 hr. 40 min. for the 643 miles, with 
a number of intermediate stops; before the war 
the usual time was just over 2 hr. Travel over 
the Brussels—Charleroi line was slow, although there were six 
trains in each direction that omitted a number of steps; the two 
fastest trains, non-stop, required 65 min. for the 34} miles. There 
were also three non-stop trains between Brussels Nord and Mons, 
on the through Paris service, the quickest taking 67 min. for the 
38 miles, together with four semi-fast trains each way. For the 
Namur line, the Quartier Leopold Station at Brussels was used; 
eight fast trains were run in each direction between Brussels and 
Namur, two continuing to Nancy via Givet, one to Arlon, and one 
to Luxembourg. Between Brussels Midi and Ghent there were 
nine expresses in each direction, most of which took 50 min. 
for the 35 miles; two of these were continued between Ghent and 
Ostend, with an allowance of about 2 hr. for the full journey. A 
remarkable feature of the map accompanying the Belgian war 
timetable was that it still indicated a passenger service by sea 
between Ostend and Dover! In addition to the fast trains men- 
tioned in the foregoing description, there were stopping trains 


Diagrammatic representation of 1944 wartime train services in Holland, 


prepared by Captain E. S. Russell 


hourly to Amersfoort. Numerous additions were made to the 
electric services at the morning, midday, and evening rush hours. 
All the Dutch diesel-electric trains appear to have been with- 
drawn, but steam-hauled services of a reasonable frequency were 
provided over other routes; the most frequent was the hourly 
service between Amsterdam, Hilversum, and Amersfoort. Of 
international services there were five; at 8 a.m. from The Hague 
to Cologne, via Utrecht, Arnhem, and Emmerich; and at 
6.26 p.m. for Berlin via Utrecht and Bentheim; also from Amster- 
dam at 6.45 a.m. for Berlin, via Bentheim (with a through 
portion from The Hague at 6.12 a.m.); and at 7.29 a.m. and 
5.24 p.m. for Paris, via The Hague, Rotterdam, Roosendaal, and 
Brussels. Restaurant cars were run on all these services, and 
sleeping cars in addition on the evening train from The Hague to 
Berlin. We are indebted to Captain E. S. Russell for these 
details, and for the above diagrammatic representation of the 
wartime services in Holland. 
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Standard Locomotives for Overseas Railways 


Is such an ideal practicable, desirable and economical ? 


By Thompson Fairless, A.M.I.Mech.E. 


A REVIEW of the possibilities of the introduction of standards 
is not always a popular subject because the adoption of 
standards interferes with individual freedom of action and 
choice, and it is inevitable that whenever any scheme is put 
forward which legislates for the mass, a compromise sometimes 
has to be made which falls short of the ideals of some of those 
concerned. This article, however, deals with a subject which 
merits unbiased clear thinking when the deplorable state into 
which the locomotive building trade fell between the two world 
wars is remembered, and also the difficulties experienced by 
many Overseas railways in their attempts to combat road competi- 
tion, and pay dividends. 
The principal factor governing cheaper production is increasing 
quantities of similar articles, which normally brings about 
increased volume of trade for the maker and reduced prices for 


the buyer, and which, if applied to the manufacture of loco- 
motives and rolling stock would bring about the corresponding 
results. 


Before proceeding into further detail of this complex subject, 


it is necessary briefly to review the position of the railways 
and also that of the locomotive builders in the adoption 
and manufacture of locomotives of standard types _ for 


use On Overseas railways. The railways would introduce into 
their studs of locomotives standard types, for which the initial 
outlay and subsequent maintenance should be considerably less 
than for locomotives of a special design, especially when only a 
small number was required. Embodied in the designs would be 
the accumulation of many years of proved experience of the 
best locomotive practices, and the advantages to be gained by 
the continuity of standard types of locomotives would increase 
as the elimination and replacement of obsolete locomotives was 
brought within reach of the railways, 
coupled with the advantages derived from the use of standard 
component parts for maintenance purposes 

The part of the British locomotive builders would be to foster 
the introduction of standard locomotives for overseas and thus 
encourage volume of production, so that these units could be 
produced at prices which would be attractive to railway adminis- 
trations when compared with units of special design, and give 
their attention to what might prove to be a steadily growing 


easier overseas 


market, by bringing the supply and maintenance of motive 
power more into line with the conditions prevailing for road 


transport competitors; also by setting up at convenient distribu- 


tion centres stocks of standard component parts, which would 


represent considerably less idle capital than that carried by 
individual railways perpetuating locomotives of special design 


Such an ideal could be brought about only by the goodwill 
and collaboration of the British locomotive builders and 


overseas railways. 

[he practice followed hitherto when placing orders for new 
locomotives perhaps has been the most costly and extravagant 
of possibly any known prime mover, and certainly much more 
costly—by comparison—than any of its modern road _ vehicle 
competitors, which in practically all cases are standard vehicles, 
produced in great quantities with a specified, or even guaranteed 
performance, and with spare components easily available. 

The officer responsible for the supply of motive power fre- 
quently proposes, and with good reason, another new design to 
meet the prevailing traffic requirements. The result is that 
there are thousands of types of locomotives today, all with their 
different characteristics. Many of these types were produced in 
such small quantities that their cost at time of building was 
relatively high, and so has been their maintenance, if the stocks 
of spare parts representing idle capital is also taken into con- 
sideration. It has been suggested that a useful comparison can 
be made, by taking the value of stocks on hand and comparing 
this figure with revenue. Such a comparison naturally would 
show much more favourably on those railways where the num- 
bers of types of locomotives have been restricted because the 
number and value of spares can be said to be proportionately 
less as the number of locomotives of the same type increases. 

The locomotive builder and locomotive engineers know that a 
complete new design of locomotive involves high drawing office 
costs as well as heavy costs of new patterns, flanging blocks, 
tools, jigs, and so forth; costs which must be borne whether for 


two or two hundred locomotives. The multiplicity of design of 
locomotives actually doing similar service within the ranges of 
their respective tractive efforts is astounding, to say the least 
and in view of the greater uniformity into which the trend o 


locomotive design is now developing, such as ample boiler 
capacity; long valve travel, and so on, it is questionable if the 
locomotive of special design with its high initial and subse- 


quently high maintenance costs when spares are required is 
justifiable, and if throughout the life of the locomotive, the 
individual characteristics would be compensated for by the prob- 
ible better performance and its usefulness to traffic working. 

The idea of standard locomotives is not new; it was put into 
practice in India by the introduction of 1,000 standardised 
engines; recently it has been reported that the standardisation 
of locomotives will be expedited in the British railways 
post-war plans. The transfers made of locomotives from one 
country to another due to war conditions has shown the pos- 
sibilities of adapting engines of the same design for use on many 
different railways, the performance of which—on a _ horse-power 
hour basis—should be equally good on one as on any other, 
fuel and water conditions being equal. 

Standardisation of component parts on individual 
railways has been attempted to a greater or lesser degree; the 
economies which can be effected are fully appreciated 
ind carrying this ideal a stage or stages further to complete 
standardisation would create the final stepping stones towards 
liberation from practices which have proved so costly. 

The development of standard locomotive design opens a wide 
field for ingenuity so as to duplicate as far as possible and 
introduce flexibility of design .so that any _ railway’s 
standards, such as type of buffing and draw gear, and brake 
equipment, could be provided for. But this subject becomes 
more complex, when the varying gauges of track, loading gauges 
and axleloads have to be taken into consideration. The balanc- 
ing of these varying factors would demand considerable effort 
by a group of experienced men capable of working to a common 
end, so that the unification of these factors could be deter- 
mined, and establigh the necessary flexibility of design to meet 
prevailing conditions on overseas railways as far as possible. 

Many experienced designers may look on this matter as being 
a most formidable problem, but those who have been associated 
with railways where extensive modifications to locomotives have 
been carried out perhaps can better appreciate the flexibility of 
design to which the locomotive lends itself. 

The advent of railcars to cope with the light passenger work 
on many ‘overseas railways, and ‘the tendency or necessity for 
increased speeds of goods trains, makes it evident that the most 
useful types to meet traffic requirements in general, are engines 
performances hauling heavy passenger 
trains and fast goods trains. Such conditions of engine working 
ire found on many overseas railways, and constitute a factor 
which favours the number of types of locomotives needed. 

In conclusion it may be said that standardisation does not in 
effect mean crystallisation. Standardisation does form a sound 
basis on which further development can take place as has been 
shown in the cases of other engineering units where standards 
have been adopted. The following extract from the British 
Standards Institution specifications sums up this effort to draw 
attention to some of the considerations involved in the stan- 
dardisation of locomotives and _ rolling stock for overseas 
railways : 

‘‘ The principal objects of the Association are to co-ordinate 
the efforts of producers and users for the improvement, stan- 
dardisation and simplification of engineering and industrial 
materials. To simplify production and distribution. To 
eliminate the waste of time and material involved in the pro- 
duction of an unnecessary variety of patterns and sizes of 
articles for one and the same purpose. To set up standards of 
quality and dimensions, and promote the general adoption of 
British Standard Specifications throughout the engineering and 


overseas 


which can give good 


allied industries. 
‘““In all its endeavours the Association maintains the com- 
munity of interest of purchaser and producer. It does not 


embark on any work without first ascertaining that there is a 
consensus of opinion in favour of it being proceeded with, and 
that it is to fulfil a recognised want.’’ 
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LETTERS TO THE EDITOR 


(The Editor ts not responsible for the opinions of correspondents) 


Electric-Lighting Equipment on L.N.E.R. 
Locomotives 


12, Wellesley Mansions, 

West Kensington, W.14 

To THE EpITtoR OF THE Railway GAZETTE 

ik,—I found the description of the electric-lighting equipment 

on L.N.E.R. locomotives in The Railway Gazette of June 1 par- 

ticularly interesting, inasmuch as I have been at some pains to 

liscover the justification for the complication and expense of the 
layout. 

he only advantage of the system is the absence of brush-gear 
in the alternator. The field switch operated by the throttle lever 
is a fair compromise in comparison with the complicated arrange 
ment to obviate brush-gear. If that particular axle ran a hot 
box, it would be goodbye to the alternator windings. 

Why not a nice, neat generator—overall size 6 in. dia. by 9 in 
ength—shunt-wound and driven by a small impulse turbine 
supplied with steam from the vacuum brake ejector, or by live 
steam if preferred, with a cut-out and voltage control? Even 
with complete battery failure the voltage would be constant, 
irrespective of whether one lamp or the entire series of lamps 
were in Circuit. 

Technically the whole affair gives the impression of a loco- 
motive engineer having strayed into unfamiliar pastures, and 
away from places where cylinders are still lined up with bits of 
string and inside calipers. 


June 8 


Yours faithfully, 
BRANCHUS 


Transport in Germany 


22 Coy. R.ASSL. (C ps. Comp.), 
B.L.A. June 6 
To THE EpiTror oF THE RAILWAY GAZETTE 


S1R.—I have just received the May 18 issue of The Railway 


Gazette, containing the excellent map of the German Railways. 
[I don’t know upon what information it was based, but I 
should like to correct one error. The electrified section of the 
Berlin—Leipzig—Munich main line should be shown as electrified 


Munich via Weissenfels-Saalfeld, 
I don’t know when the section north 


from Leipzig throughout to 
Bamberg and Nuremburg. 


~ Nuremburg was completed, but the May, 1943, timetables 
indicate electric services. 
[ enclose a couple of photographs of some very handsome 


stock, alleged to be 


rolling 
ng 


captured 


complete, and part of 





Goering’s private train. I cannot vouch for the truth of this, but 
the coaches are certainly of a different design from any others 
I've seen. I have inspected three of these coaches. The first was 
fitted out as an office, containing four offices, with desks, type- 
writers, filing cabinets, etc. The other two were obviously 
living quarters. One of these latter contained two convertible 
lay-night compartments, a two-room suite with shower and 
slipper bath, and w.c. between the rooms, and a small lounge 
at one end. The other contained a dining room, two-room suite, 
and two convertible compartments for day or night use. The 
ounge and dining room each had a large radio-gramophone 
installed, and this was relayed to each compartment throughout 
the train. I noticed that the catalogue of records contained a 
high proportion of Wagner! All compartments in the three 
coaches were also connected by telephone. The ‘‘ Homstation ”’ 
of the coaches was Potsdam. 
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\lso enclosed is a photograph of what appears to be a box van 
ind oil tank wagon. Im actual fact both are tank wagons. 
[he camouflage effect of the one on the left is certainly very 
good, but no doubt did not deceive the R.A.F., as there are a 
number in the sidings which have been shot up. 

Yours faithfully, 
E. S. RUSSELL, 
Captain 


*¢ Enthusiasts ”’ 


Hurstpierpoint, Sussex. 
To THE Epitor oF THE RAILWAY GAZE?’TE 

Sik,—A few hours after reading letters on the subject of 
‘“‘ Alternatives for ‘ Enthusiasts’ ’’ in your June 1 issue, I 
picked up the Lent Term, 1945, No. 470 issue of The Lancing 
College Magazine, now H.M.S. Lancing (the school is evacuated 
to Ludlow). 

\mongst the poetic effusions was the following : — 

THE TRAIN MANIAC 
rhat Loving Look, that Vacant Stare, 
On every Platform he is there; 
No matter if it snows or rains, 
He’s there, that Maniac for Trains. 

My first thought was to compose some lines to the non train 
maniac; but I consider the subject is more worthy the pen of 
your regular poets. 

Perchance the change from the bracing breezes of Lancing to 
the enervating air of Ludlow may be responsible for the doggerel. 

Yours faithfully, 
G. A. SEKON 


Alternatives for 


June 9 


Railway Travel in France 


Compagnie Generale Transatlantique Limited, 
20, Cockspur Street, S.W.1. June 4 
To THE EpiTor oF THE RalLway GAZETTE 

Sir,—I had an opportunity of travelling lately to Bordeaux, 
and to see for myself the travel conditions on French National 
Railways. It is a pathetic sight to see nearly all bridges and 
culverts badly damaged, and even totally destroyed, but the 
S.N.C.F. did a splendid job in restoring circulation at least on 
one track. All big marshalling yards, such as Choisy le Roy, Les 
Aubrais, St. Pierre des Corps, and Poitiers, have been destroyed, 
and are not yet in full use, and everywhere there is proof of the 
efficiency of the air bombing, as shown by engines and railway 
stock smashed in every conceivable way. 


The permanent way is in excellent condition, and has been 


kept up to the normal pre-war standards, but rolling stock is 
very badly in need of repair and a good general overhaul. 





The most outstanding feature of the present situation is the 
heavy loads taken by the electric locomotives running between 
Paris and Bordeaux. The train in which I was travelling was 
made up of sixteen 47 tare ton railway carriages, Plus one dining 
car, making a tare weight for the train of 800 tons. This engine 
handled the train with the greatest of ease. The recuperation 
from the innumerable stops were brisk, and a speed of 60 m.p.h. 
was very quickly reached. The highest speed I was able to clock 
was 90 kilometres for a short period between a longer stretch of 
undamaged track. 

When one considers what has been done since D-Day to 
rehabilitate French railways, it is evident it will take many years 
before the entire system is in good working order, as there is an 
enormous amount of work to be done in the marshalling yards. 

Very trulv vours, 
P. DE MALGLAIVE 
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The Scrap Heap 


BUREAUCRACY + 

Bureaucracy is an octopus. Allow one 
tentacle to unchecked and another 
will appear, until the whole country will 


grow 





be choked in their grip.—From ‘“‘ The 
Evening Standard.”’ 
x * * 


It is predicted that railway dining-cars 
will be available before the summer. A 
long experience of our summers tends to 
make us believe that this will be so.—From 
‘‘ Charivaria’’ in “ Punch.” 


* - * 
UNUSUAL ACCIDENT 
The New York Courier of December 1, 


1855, reported a remarkable accident which 
took place on the Haarlam Railway, near 
Boston Corners, on November 12 of that 
year. As the train was travelling along a 
steep embankment 35 ft. high, a sudden 
gust of wind blew the whole train, with 
the exception of the engine and tender, off 
the line. 15 ft. down the embankment. 
One passenger was killed and 12 seriously 
injured. It was said that the carriages 
were disproportionately large for their 
weight. 
* * * 


KING CHARLES I RETURNS By L.M.S.R 

The largest picture belonging to the 
National Gallery—the 13 ft. square Charles I 
by Vandyck—is being brought back to 
London by L.M.S.R. from North Wales, 
with over 2,000 other pictures. They were 
removed to Merionethshire before the war 
and stored for safety in beneath a 
mountain. 

Now they are returning to London. 
Special rail vehicles are being used for the 
larger pictures and the smaller are travelling 
in furniture containers. Throughout the 


Caves 


journey, L.M.S.R. inspectors are supet 
vising the movement. 
a * - 
An 0-12-0 BANKING ENGINE OF 1863 


According to ‘‘ Iron Horses,’’ published 
by W. W. Norton & Co. Inc., the subject 
of the accompanying illustration was de- 
signed by James Milholland to assist coal 
trains over the steep hills between the 
Schuylkill and Delaware Rivers on the 
Philadelphia & Reading Railway in 1863. 
Originally, both fuel and water were car- 
ried on the engine, which was later re- 
built as a 10-wheel tender locomotive to 
give a better performance on curves, some 
of which were of only 320 ft. radius. The 
Pennsylvania was so powerful that it 
proved destructive to the type of coal 
wagons then in use. 
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RETURNING TO LONGMOOR 
One night—May 24—the last bus from 
Petersfield to Longmoor Camp was 
packed with a happy company. 
Corporal Hopewell, Royal Engineers, 
invited A.T.S. Privates Hart and Broxup 


to sing ‘‘ Nellie Dean.’’ They began the 
song and more joined in. 
\ voice from a corner seat broke in 


with, ‘‘ Listen to the pub crawlers.’’ 

On his dignity, Corporal Hopewell 
turned to the speaker and, with the in 
tention of tapping him on the shoulder, 
asked, ‘‘ What do you mean by that? ’ 

At that moment the bus lurched and 
the intended tap on the shoulder became 
a slight slap on the face. 

The speaker, Lance-Sergeant Bates, 
reared on his higher dignity and revealed 
the badges of his rank. He placed the 
corporal under open arrest. 

For three hours, because of this inci- 
dent, a Field General Court-Martial at 
Woolmer Camp, patiently listened to an 
array of witnesses on each side, and in 
the end decided that the corporal was not 
guilty of a charge of striking the lance- 


sergeant, and acquitted him in open 
court.—From ‘‘ The Evening News.’’ 
* * * 


100 YEARS AGO 


From THE RAatLway TIMEs, June 21, 1845 





AST INDIAN RAILWAY COMPANY.— 
The Directors hereby give notice that the allotment 
of shares has been completed. 

The Directors regret their inability to comply with the 
applications of many parties of high respectability, and 
that they have been compelled in almost every case to 
abridge the number of shares allotted. 

Persons whohaveapplied for shares,and whodo not receive 
letters of allotment, are requested to consider this adver- 
tisement as an intimation of the inability of the Directors 
to entertain their applications. 

By order of the Board. 
R. MACDONALD STEPHENSON, 
Managing Director. 
8. a. Austinfriars, 14th June, 1845. 
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The 0-12-0 banking engine that served the Philadelphia & Reading 


Railway in 1863 (see accompanying paragraph) 


-- Cor, I'd give anything to have a crack at them! 
Reproduced by permission of the proprietors of “ Punch 


RAILWAY BANQUETING IN 1854 

The following is a contemporary report 
of the opening of the Harwich Railway on 
August 15, 1854 :-— 

“Harwich Raitway: This line was 
opened on the 15th instant, from its junc- 
tion with the Eastern Union at Manningtree 
to Harwich, a distance of 11 miles Che 
longed-wished-for event was celebrated at 
a magnificent banquet given at Harwich, 
over which the mayor presided. It ap- 
peared that the guests were so delighted 
with the entertainment that at its conclusion 
they could scarcely recognise each oth« 

* os * 
A Mar_ Van MySTERY 

Is it possible to force the door of a 
mail van while travelling at speed? The 
question arose recently when a_ robbery 
took place on the 8.45 p.m. express 
ex-Euston. The van was inspected at 
Crewe but on arrival at Stockport was 
found to have been rifled. The train was 
scheduled to run non-stop between Crewe 
and Stockport but on this occasion a 
special ‘‘ concession ’’ stop was made at 
Wilmslow, Cheshire, and a man alighted 
carrying two suitcases. The stop and the 
robbery are the subject of investigation 

* * * 
ARDENT ENGINE FAN 

At London Road Station, Manchester 
some ten years ago, a tutor from one of 
the theological colleges of Manchester was 
(and still is) something of an expert on 
railway engines. He was at the station on 
his way to a week-end preaching appoint- 
ment when he noticed a new yadget on a 
locomotive. He examined it, and, becom- 
ing more curious, determined to watch it 
when the engine started to see how it 
worked. In due course his curiosity was 
satisfied as the engine pulled out. When 
it had gone he realised that is was pulling 
the train he should have caught.—From 
‘* The Manchester Guardian.”’ 

* * - 
TAILPIECE— DEEPDENE 

(John Evelyn visited in 1655 the caves at 
Deepdene which are part of the Southern Rail- 
way's emergency headquarters). 

“ They'll float in ships that have no sails, 
And move about the hills and vales 

In ‘horseless carriages on rails.”’ 

“ Incredible ! ’’ said Evelyn. 


‘“‘ And later still, we’d have you know, 
They’ll soar ten thousand feet or so, 
And drop things on the earth below.”’ 
‘Impossible ! ’’ said Evelyn. 


‘“* By words on wires—O wonder growing !— 
They’ll regulate the traffic flowing, 
And from these caverns keep it going.”’ 
‘Say that again !”’ said Evelyn. 

E. C. 
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OVERSEAS RAILWAY AFFAIRS 


(From our 


INDIA 
Viceregal Train 

\s a further effort to alleviate the short- 
age of rolling stock on Indian railways, 
four of the 12-wheel coaches of the Viceregal 
train are being converted for use as first 
class stock. The side corridors are being 
retained, additional lavatories are being 
fitted at the ends, and additional bunks 
are being placed in the compartments. 

[wo of the coaches are to go into regular 
use on the ‘“‘ Lahore-Karachi Mail.’’ The 
other two are being allotted to the ‘‘ Lahore- 
Kalka Mail’”’; the latter involves a night 
journey, and the two coaches are being 
specially constructed for night use. All the 
coaches will represent a departure from the 
usual practice on the North Western 
Railway (on which both the trains con- 
cerned operate), as entry is to be by end 
vestibules only. 

N.W.R. ‘* Anderson ’’ Hospital 

The North Western Railway ‘ Ander- 
son ’’ Hospital at Ferozepore Cantonment 
was formally opened by Mr. W. A. Ander- 
General Manager, N.W.R., recently. 
The ceremony was attended by a number 
of civil and military officials. 


UNITED STATES 


Operating Improvement on the 
Burlington 

[he installation of centralised traffic 
control over 57 miles between Flag Center 
and Savanna, Illinois, about to be carried 
ut by the Chicago, Burlington & Quincy 
Railroad, will complete the equipment with 
modernised operating facilities of the whole 
of the company’s main line between Chicago 
and St. Paul. At present the railway has 
1 multiple-track route over the 38 miles 
from Chicago to Aurora, and centralised 
traffic control for 48 miles from Aurora to 
Flag Center, single track for 39 miles to 
Steward Junction, and thence double track. 
[he line is also double over the 282 miles 
from Savanna to St. Paul. The centralised 
traffic control installation from Flag Center 
to Savanna is expected to cost $425,000. 
[his route is used by the well-known ‘‘ Twin 
Cities Zephyr” streamline diesel trains, 
three of which cover the 427 miles between 
Chicago and St. Paul, including eight inter- 
mediate stops, in 64 hr., and the fourth in 
6} hr.; the last-mentioned involves an 
inclusive average speed of 68-3 m.p.h. 


son, 


Control of the Chesapeake & Ohio 

\ recommendation has been made by 
Mr. C. E. Boles, Assistant Director of the 
Bureau of Finance of the Interstate Com- 
merce Commission, that the I.C.C. should 
require the Alleghany Corporation to divest 
itself of its controlling interest in the Chesa- 
peake & Ohio Railway, and through the 
latter, of the New York, Chicago & St. 
Li (the ‘‘ Nickel Plate ’’) and the Pere 
Marquette systems. It is claimed that the 
acquisition of this control is a violation of 
the Interstate Commerce Act of 1940, which 
laid it down that acquisition of any form of 
control or management of two or more 
carriers by any person, corporation, or 
common interest, if after September 18 of 
that year, must have the Commission’s 
approval. 

It was a joint application to the I.C.C. 
by the Chesapeake & Ohio and the Alleghany 
Corporation, in September, 1944, for per- 
mission to acquire the property of a wholly- 
owned subsidiary, the Norfolk Terminal & 
Transportation Company, which brought to 


11S 





correspondents) 


light the relationship between the Chesa- 
peake & Ohio and the Alleghany, and pre- 
cipitated the present action. The Alleghany 
case is that control of the three railways 
named actually was obtained before 1933, 
but it is a question as to whether or not 
control has been continuous from that date. 


Proposed ‘* Junior Club Car ’”’ 

Among a variety of passenger-vehicle 
designs which has been prepared’ for the 
future by the Pullman-Standard Car Manu- 
facturing Company, one is for a “‘ play house 
on wheels ”’ intended for the use of children. 
This would form a 20-ft. long section of 
an 80-ft. vehicle, and would be equipped 
with a slide reached through a “ cave”’ 
by means of a miniature stairway; a 
marionette show; sofas designed so that 
the young occupants might kneel on them 
to see out of the windows; writing desk, 
blackboard ; and a miscellaneous assort- 
ment of toys, games and books. The room 
would be under the supervision of a trained 
stewardess, so that parents might be 
relieved of the difficulty of keeping their 
children amused during parts, at least, of 
long through railway journeys. 


4-8-4 Locomotives for the Reading 

Another American railway is to adopt 
the 4-8-4 wheel arrangement, now so popu- 
lar in the United States for the heaviest 
main-line work. This is the Reading 
Company, for which the building of 20 
locomotives of this type is to begin in July. 
They will be for fast freight service, and are 
intended to supplement the five quadruple- 
unit 5,400-b.h.p. diesel-electric locomotives 
obtained recently for the same purpose. 


BRAZIL 


Mogyana Railway Improvements 

Improvements, estimated to cost 
$9,000,000, are to be made by the Com- 
panhia Mogyana de Estradas de Ferro 
(Mogyana Railway Company) which oper- 
ates 1,217 miles of metre-gauge line in the 
State of San Paulo. Various stretches of 
the trunk line are to be straightened and 
the gradients eased; heavier rails are to be 
laid; new bridges are to be built; and new 
rolling stock is to be acquired. On one of 
the branch routes a complete new line is 
contemplated. There has been some dis- 
cussion concerning the gradual electrifica- 
tion of the trunk line, and also widening 
the gauge of the railway. It is believed, 
however, that these projects are not beyond 
the preliminary planning stage. 

The Bananal Branch, Central 
Railway 

An additional passenger service has been 
inaugurated on the Bananal branch of the 
Central of Brazil Railway to connect with 
San Paulo trains. The Bananal branch 
runs in a southerly direction 17 miles from 
Saudade Station, west of Barra Mansa on 
the San Paulo line. Sleeping quarters for 
train crews, and office space for the super- 
intendent, are being provided at Bananal. 
The gauge of the existing track from 
Saudade to Bananal is to be widened from 
metre to 5 ft. 3 in., and improvements are 
to be effected in line and grade. High- 
ways, leading from the branch to sources 
of sleepers, timber, and charcoal, will be 
improved and extended. 

The region around Bananal is a rich 
source of forest products, and an extension 
of the railway branch is projected to the 
Central of Brazil Railway fazenda at Mam- 
bucaba, which area has not only important 
forest reserves but also hydraulic power 
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possibilities. A water flow of considerable 
volume, falling some 650 metres, can be 
developed to supply an appreciable amount 
of the electric current needed by the Cen- 
tral of Brazil Railway in connection with 
further electrification projects. 


CHILE 


Traffics in 1944 : 
The Chilean railways probably reached 
their peak during the year 1944 so far as 
transport with present equipment is con- 
cerned. Statistics are not yet available for 
the entire year. 1944, but figures for the 
first 10 months show gains in all branches, 
with the exception of passenger-km. Pas- 
sengers carried in the first 10 months of 
1944 totalled 23,433,900, compared with 
22,670,200 in the corresponding period of 
1943. The total for the entire year 1943 
was 27,368,100. Goods hauled by the 
railways in the first 10 months of 1944 
showed a slight gain over the corresponding 
period in 1943, totalling 8,851,600 and 
8,835,600 metric tons, respectively. 
Nationalisation 
During 1944, the State Railways took 
over the operation of the Arica-La Paz 
Railway, the Iquique-Pintados Railway, 
and the short feeder line from San Pedro 
to Quintero. 


New Trans-Andine Railway 
The Chilean section of the railway from 
Antofagasta to Salta is expected to be 
completed during 1945. It is reported that 
about 80 km. of rails will be necessary to 
complete the tracks to the Argentine 
frontier. 


FRANCE 


New Railway Regulations 

New railway regulations in force in France 
provide the legal basis whereby restrictions 
in respect of passenger or goods traffic may 
be introduced during a certain period from 
the end of the war in Europe, in accordance 
with an Order issued at Paris on October 28, 
1944, and published in the Journal Officiel. 
Article (1) of the Order provides that the 
conditions of carriage by railway be gov- 
erned by the terms which are summarised 
below, notwithstanding previous regula- 
tions. Article (2) explains that during a 
period extending to six months as from the 
legal date of the end of hostilities, decrees 
to be issued by the Ministry of Public Works 
& Transport, in consultation with the 
Ministry of Home Affairs, will establish such 
restrictions or prohibitions on the carriage 
of passengers as may be made necessary by 
circumstances. These may involve the 
issue of personal authorisations for travel. 
Article (3) provides that during the same 
period instructions to be issued by the 
Ministry of Public Works & Transport will 
establish the conditions to govern goods 
services. Such conditions may include 
restrictions or prohibitions on carriage. 

Under Article (4), the Ministry of Public 
Works & Transport may establish a system 
of priorities for the conveyance of goods. 
This system may be established by instruc- 
tions to be issued by the Ministry in respect 
of railways of general interest, or by deci- 
sions to be taken by the Engineer-in-Chief 
of Bridges & Roads of a particular départe- 
ment, acting on behalf of the Ministry, in 
respect of a local line. Article (5) deals 
with the bringing of instructions to the 
notice of the public. 

Articles (6) and (7) make provisions in 
respect of penalties for contravention of 
regulations, and concerning legal procedure ; 
and Article (8) mentions certain laws which 
are revoked specifically by the Order. 
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Progress of Electrification in France 


Details of completed and projected schemes of conversion 


DESPITE the great difficulties created by 
the war, plans for electrification have 
been developed and some important work 
has been started on the French railways. 
By the courtesy of the management of 
the French National Railways (S.N.C.F.), 
and through its principal technical section, 
we are able to publish particulars and the 
accompanying maps illustrating the posi 
tion of electrification on the railways of 
France. Main-line electrification has been 
occupying the attention of the French 
1uthorities for some time, and of recent 
years extensive schemes have been worked 
out for making use of the fairly consider 
able supplies of water power available 
The first main-line electrification in 
France was undertaken 45 years ago in 
connection with the underground extension 


TABLE SHOWING DETAILS OF ELECTRIFIED ROUTES 


of the Orleans Railway to the Quai 
d’Orsay Station in Paris, on which the use 
of steam would have been objectionable. 
The third-rail system at moderate voltage 
was employed and trains were not run at 
high speed. Two years later the Western 
Railway Company electrified the line from 
the Invalides Station in Paris to Versailles, 
also on the third-rail system. This line 
became part of the enlarged State system 
when the Western Railway was taken over, 


some six years after this work was done, 
and from 1917 onwards the western subur- 
ban area was gradually electrified, still 


using the third rail. The Orleans Railway 
also extended that method of working to 
Juvisy, the important interchange and 
junction station south-west of the capital. 
In 1910 the former Midi Railway com- 
menced the preliminary 
work on the electrification of 
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system eventually became standard in 
some Continental countries, the 1,500 
volt d.c. system gained favour in France 
and is now the standard for the 
whole national system on main-line ser- 
vice. In the western area this has been 


installed on the Paris-Le Mans route, and 
is in Operation on the routes of the former 
Orleans line, the third rail equipment 
having disappeared. On the Midi lines the 
single-phase equipment has now given 
place to the new standard type every- 
where, except between Villefranche and 
Perpignan. 

From Villefranche to La Tour de Carol 
(metre gauge) the 850 volt d.c. equipment 
is in use with overhead conductor. This 
section was opened in 1910-1911, and the 
first regular a.c. working came into service 
two years later. 

The accompanying table gives a complete 
list of all the routes of the S.N.C.F. at 
present worked by electricity, from which 
it will be seen that by far the greater part 
of the mileage comes in the south-western 
region. 

The accompanying 


map indicates not 





















OF THE FRENCH NATIONAL RAILWAYS its routes on the low fre- 

dated caineeieennaiemeniiaie quency single-phase system Only these sections and those now being 
Year | Route | Track | Installed at 12,000 volts with over- Converted, but also the routes intended to 
Section of line elec-  |distances|distan.es| capacity head conductor. This. be worked electrically within the next ten 
trified | inkm. | inkm. | inkW  nethod of working was ex- years, together with the situation of the 
. re _ tended to several routes. It various generating and transformer 
South-Western Region had installed d.c. working ‘Stations. It will be noted that prac tically 
Paris—Orleans .--| 1900-26} 130 426 on a metre-gauge section the whole of the former P.L.M. line, via 
aren oe ~ a 1924 24 52 “49,800 but the other routes, for Dijon, now the south-eastern region, is to 
Orléans—Vierzon 1926 8I 170 12,000 which a.c. working was pro- be changed to electric working but—no 
Les Aubrais—Tours 1933 115 233 20,000 pose d, had standard gauge doubt for strategic reasons—nothing is 
| a ane eed a + - — a} track. Both motor coaches proposed to be done on the former Northern 

Bordeaux—lIrun and branches and locomotives were em- and Eastern lines. ; 

Arcachon—Biarritz 1926-27} 255 491 | 34,500 ployed, and the latter had The total track mileage now electrified 
ee oo i od z ill driv is 3,907 miles, excluding sidings and other 
Vierzon—Brive = ‘ 1935 | 300 610 48,000 oth rod and quill drives. 18 O,0U' .— 8 S ies 
Bayonne | Although the single-phase subsidiary tracks 

St. Jean Pied de Port and Ossés—| } 

St. Etienne de Baigorry 1931) | 6l 66 1,500 
Bayonne—Puyoo s aa 1930 52 52 1,500 TE! FORMER ROM ARGENTEUIL | Gera) VINCENNES LINES TO 
Puyoo—Salies de Béarn—St. Palais| | "TO COWFLANS 10 NOT NCLDeD INTHE. CONSTRUCT Wn PROORAMPE. OF THE SNC BE ELECTRIFIED BY THE 

Autevielle—Mauleon - 1930 56 55 |} 1,500 MANAGEMENT, BUT INTENDED TO BE ELECTRIFIED IN DUE COURSE OUT OF THE PARIS METROPOLITAN RAILWAY 
Pau—Laruns and Buzy—cCanfranc...| 1928 | 112 122 16,250 FUNDS OF THE PARIS REGIONAL TRANSPORT UNDERTAKING CO. (LAW OF JUNE 4, 1941) 
Dax—Toulouse ou | 1922-25 302 600 37,500 
Tarbes—Bagnéres de Bigorre 1917 20 20 1,000 
Lannemezan—Arreau , 1917 25 25 1,000 
Montréjeau—Luchon 1925 36 35 1,000 
Lourdes—Pierrefitte y je 1914 21 21 1,000 
Bézters—Neussargues ; ---| 1931-32 ar i 6 44,950 
Montauban—Séte.. - «| 1935 | 270 | 540 | 56,000 
Portet—St. Simon—Puigcerda --| 1929-30 | 156 167 20,250 
La Tour de Carol—Villefranche ...| 1910-11 | 63 | 63 7,800 
Villefranche—Perpignan .. wal |Waee 47 47 
Massy—Palaiseau— St. ies les | 

Chevreuses.. . «| 1938 15 30 | 3,000 
Brive Montauban = 1943 163 | 326 | 24,000 

South-Eastern Region | 
Culoz—Modane - i 193036 135 | 273 36,000 
St. Gervais—Vallorcine 1901-08 35 | 39 6,500 
Western Region St Germain- 
Paris—Le Mans aaa ond Pe 1937 211 | 540 60,500 en-Laye 
Paris—Invalides—Versailles—R.G.. 1902 18 35 

Pont - Cardinet Auteuil and 

Avenue Henri Martin * 1925 7 | 14 
Champs de Mars ‘ 1917 1 | 2 Nogent-le-Perreux 
Paris—St. Germain ... ... __ «| 1924-27} 20 | 41 56,500 
Paris—St. Lazare—Versailles—R.D. | 1924-28 23 | 16 | 
Paris—Argenteuil ; | 1924-36 10 | 20 
Puteaux—Issy—Plaine 1928 | 22 
St. Cloud—St. Nom la Bretéche 1931 is | 30 

Total | 3,531 | 6,288 | 577,550 
| (25194 | (3,907 
| miles) miles) 
| without sidings 
VERSAILLES (R.D) 

Note.—Several lines in the South-Western Region were originally VERSAILLES (R G) 
electrified by the former Midi Railway from 1910 onwards on the 12,000 RSAILLES 
volt, 16§ cycles, single phase system ; the equipment has gradually been VERS: 
changed and all these lines are now worked onthe 1,500 volt d.c. system, 
with the exception of the Perpignan—Villefranche route. The La Tour de 
Carol—Villefranche narrow-gauge line operates at 850 volts d.c. All these 
lines have overhead conductor. 

The Culoz—Chambery route has overhead conductor, with third rail 


from Chambery to Modane, both at 1,500 volts d.c. 
Vallorcine narrow-gauge line onerates with 


600 volcs. 


The first electrification undertaken, that between the Quai d’Orsay and 
Austerlitz stationsin Paris, a section of the former Paris- 
was carried out in 1900 on the 650 volt d.c. system with a third rail. 
was subsequently extended to Juvisy and in 1924 was changed to the 1,500 
The Paris—Le Mans route now 


volt d.c. system with overhead conductor. 


operates with overhead conductor at 1,500 volts d.c. 
of the Western Region operates at 650 volts d.c. with third rail. 


third-rail 


The St. Gervais— 
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Railway electrification in the Paris area (see also map on 
opposite page for general progress of Electrification in France) 
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Electric Traction Section 


Electrification of French Railways 
(See article on opposite page) 


Vap showing the progress of schemes of railway electrification, 
including position of works (completed, in hand or projected) 





Wim «ELECTRIFIED LINES 
—s LINES IN COURSE OF ELECTRIFICATION 


LINES TO BE ELECTRIFIED WITHIN 10 YEARS OF THE 
TERMINATION OF. HOSTILITIES 


—v-— EXTRA HIGH TENSION TRANSMISSION 
LINES SERVING THE NATIONAL 
RAILWAY SYSTEM 


HYDRO-ELECTRIC POWER STATIONS 
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HYDRO-ELECTRIC POWER STATIONS BELONGING 
TO THE FRENCH NATIONAL RAILWAYS AND 
ITS__ SUBSIDIARIES 
IN SERVICE, UNDER CONSTRUCTION OR PROPOSED 














INSTALLED| MEAN WATER 
POWER CAPACITY | ANNUAL | CAPACITY OF: 
IN OUTPUT | RESERVOIRS 
STATIONS KVA IN MILLIONS 
MILLIONS 
OF UNITS | METRES 
S.N.C.F_ STATIONS 
ALPINE ZONE 
Servoz 1,880 10 - 
Les Chavants 2,880 15 - 
CENTRAL UPLAND ZONE 
Coindre 28.650 100 22 
Maréges 150,000 330 35 
Bort 80,000 180 470 
PYRENEES ZONE oe 
Eget 30.620 125 
Stulom 24,900 160 4 
OSSAU (Artouste 24,400 40 23 
VALLEY Fabré 9,000 50 7 
GROUP Vege 40,000 160 - 
— Le 40,000 125 - 
TET fi Cassagne | 12,000 30 13 
VALLEY oo 6.000 25 - 
CROUP = 7.000 35 ~ 
=— Olette 9.000 50 = 
STATIONS _OF THE 
SOUTHERN HYDRO-ELEC Coy 
CAILLAQUAS/Lassoula 13500) 75 24 
GROUP \Tramezaygues | 19,500} 
STATIONS BELONGING TO 
THE SOUTHERN REGIONAL 
DEPARTMENTAL LINES 
Licq-Atherey 9,800 4s - 














* ONE CUBIC METRE OF WATER = 220 GALLONS 
























THE THICKNESS OF THE LINES IS PROPORTIONAL TO THE © IN SERVICE 
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The Mexican Presidential Train 


THE RAILWAY GAZETTE 





Dignity and comfort in Pullman Company vehicles 


N a country of great distances and 
widely separated centres of population 
it is essential that the head of the State 
should have at his disposal the means to 
travel in a manner suitable to the dignity 
and importance of his office. This con- 
dition is certainly the case in the Re- 
public of Mexico, where the presidential 
train is a model of what such equipment 
should be. Nothing has been omitted to 
provide the greatest ease and comfort 
during the presidential journeys. The 
accompanying illustrations confirm this, 
and also show how admirably the 
Mexican motif has been retained through- 
‘out in the decorations, without any trace 
of undue ostentation. 

The train was built in 1927 by the 
Pullman Company for President Calles. 
It consists of five steel cars, all of maxi- 
mum overall length, and the underframe, 
superstructure, and roof conform to 
modern Pullman practice. The Presi- 
dent’s car, at the rear of the train, is 
fitted with a large observation platform, 
leading into a spacious reception room, 
next to which is the private office. The 
remainder of this car is made up of two 
large bedrooms, fitted with house type 
beds, wardrobes, and so forth, and each 
with its bathroom. There is also in this 
car an additional private room, with a 
Pullman section, and, at the end, a lava- 
tory. Next preceding the President’s car 
is the dining car. This contains a smoking 
room, with side and end windows, then a 
private compartment, with berth and 


toilet, and then a large dining saloon, with 
table and seating capacity for fourteen 
persons, and fitted at each end with 
serving table and silver chest. Adjoining 
is the serving pantry and kitchen, both 
with complete culinary facilities, and 
refrigerators. The remainder of the car 
is occupied bysupply lockers and quarters 
for the chef. 

Car No. 3 is devoted to the accommo- 
dation of the President’s staff. It con- 
tains eight rooms, two lavatories, and a 
bathroom. Car No. 4 is the escort car, 
which provides subsistence facilities and 
living quarters for the escort and car 
attendants. The car contains ten Pull- 
man sections, toilet rooms, and shower 
bath, a completely equipped kitchen, and 
a baggage room. At the head of the 
train is car No. 5, designed to carry 
motorcars and also some baggage and 
supplies. Facilities are provided for load- 
ing motorcars, either from the side or at 
the end, with loading skids and block 
and tackle. 

The underframe, superstructure, and 
roof of the cars are insulated, to insure 
maximum comfort under the varying 
climatic conditions that occur in Mexico. 
The car bodies are carried on six-wheel 
cast-steel trucks, with 54 in. x 10 in. 
journals and clasp brakes. Lighting is by 
electricity; current is supplied by a gene- 
rator suspended from the car underframe 
and belted to a pulley on one of the 
truck axles; large capacity storage bat- 
teries are also provided. Cars are also 
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equipped with apparatus for connecting 
to stationary lighting plants during stop- 
pages. The vapour steam principle is 
employed for the heating system, and 
water supply is from large tanks under 
each car. Small motor-driven compres- 
sors supply pressure for the water system 
when air from the locomotive is not avail- 
able. Adequate ventilation under vary- 
ing climatic conditions is assured by the 
provision of exhaust ventilators, and elec- 
tric exhaust and blow fans throughout. 
In the architectural treatment, decora- 
tion, and interior furnishings of the cars, 
the Mexican influence predominates. 
Artistic accuracy was secured as_ the 
result of a prolonged study in Mexico 
City by an expert of the Pullman Com- 


pany. All the tapestries, carpets, and 
curtains were’ specially woven from 
designs and in_ colours’ representing 


Mexican art from the time of the Aztecs 
to the present. The exterior colour is 
Mexican green and each car carries the 
national emblem on each side. The 
panels of the principal cars are in walnut, 
and the furniture is also of walnut. Ceil- 
ings, with richly decorated cornices, are 
coloured an old plaster tone, with 
decoration in Indian red, green, and gold, 
with a suggestion of the Aztec in the 
decorative details. Floors are laid with 
a marble tile effect in black and écrue. 
The two bedrooms are architecturally in 
harmony and are finished in enamel in 
soft umber tones, with panelling and 
decorative ornament in colour, one room 
in tones of cobalt blue and the other in 
warm mulberry. The lighting fixtures 
consist of lamps and candelabra wall fix- 
tures, finished in old gold. The coverlets 
are in figured antique velvet brocade. 








American Locomotives in Nigeria 


Austerity 2-8-2s built in the United States for service on the 
Nigerian Railway 





CONSEQUENT on the war situation, 

from 1942 onwards the Nigerian Rail- 
way was called on to handle enormously 
increased traffic. Considerable strain was 
thus thrown on the locomotives of the 
system, aggravated by lack of adequate 
supplies of spares. 

In 1943 the position was appreciably 
eased by the arrival of twenty locomotives 
of the “austerity’’ type built by the 
American Locomotive Company. These 
2-8-2 engines are known locally as ‘‘ Mc 
Arthurs’’ and not, for obvious reasons, 
‘“* Mikados.”’ 

The locomotives are stated to be popular 


haul 
greater than those tackled by standard 


with all concerned; they loads 
Nigerian locomotives of similar tractive 
effort ; they are good steamers and have 
proved very suitable for mixed traffic work. 
Most of them have completed 75,000 miles 
before stopping. 

Performanee is good and the maximum 
speed of 40 m.p.h. permitted on the 
Nigerian Railway is maintained with ease. 
On gradients the loads hauled have averaged 
230 tons on 1 in 50, 400 tons on 1 in 80, 
450 tons on 1 in 100, 520 tons on’ 1 in 105, 
and 580 tons on 1 in 200. 

Certain difficulties were encountered and 


overcome in putting the locomotives into 
service. Excessive wear of coupled axle- 
box face liners and axle journals was 
remedied by the fitting of rockers between 
the springs and axle-box tops. Carbonisa- 
tion of cylinders was cured by fitting 
snifting valves. Side springs were fitted 
to reduce excessive movement of the trail- 
ing end of the engine. The forming of 
deep holes in the threads of the chilled iron 
tender wheels was remedied by return- 
ing to the company’s standard diameter and 
shrinking on steel tyres. 

Leading dimensions of the locomotives 
are as follow :— 


Gauge ate des ons — w» 3 ft. 6in. 
Cylinder dia., in. ... ol ose ae we 
stroke, in. ose ome «. 24 
Coupled wheels, dia. 4 fe. 
Boiler pressure, per sq. in. 185 Ib. 
Heating surface, total, sq. ft. 1,745 


Coal consumption, Ib. per mile ae On 
Tractive effort at 85 per cent. boiler 
pressure, Ib. ae ete wile 


20,128 





RAILWAY TRAFFIC INCREASES IN CuUBA.— 
The principal transport companies of Cuba 
showed an increase in traffic handled and 
in gross income during the year 1944. In 
the case of railways, figures are available 
only for the fiscal year ended June 30, 
1944, and on this basis the three leading 
companies showed an increase in revenue 
from $27,792,710 during 1942-43 to 
$32,633,743 during 1943-44. The number 
of passengers carried increased from 
7,893,693 to 9,991,772; goods movement 
from 14,265,920 tons to 21,184,938 tons; 
and freight ton miles from 947,248,000 to 
1,034,484,000. Sugar cane and its products 
accounted for 61 per cent., 77-7 per cent., 
and 74-33 per cent. of the total tonnage 
transported by the three railways. 














Presidential Train 


The Mexican 
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ESL / TEN SESE US™S 
The train is decorated in Mexican 


and reception room of the Mexican 
period art, from Aztec days onward 


, which is reputed to be the most beautiful in the world. 


in the dining car. 


The spacious audience 


Two views 


Presidential train 
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Southern Railway Cave Headquarters at Deepdene 
(See page 627) 


Sleeping quarters for the night officer in the caves, to enable him to be in immediate 


contact with all the staff working there 























were 
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Control room in the caves at Deepdene, Dorking, wartime emergency headquarters of the 
Southern Railway. At the deepest point, the caves are 60 ft. below the surface 
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PERSONAL 


Dr Radl Zavalfa Lagos, Head Lawyer of 
the Joint Legal Department of the British- 

gentine railways, has been appointed 
Adviser to the local committee of the 
Central Argentine Railway. 


Sir George Schuster (a Director of the 
Southern Railway Company) is to be a 
member of the Census of Distribution Com- 
mittee, the appointment of which has been 
announced by the President of the 
Board of Trade. 


Sir George Nelson (Chairman & 
Managing Director of the English 
Electric Co. Ltd.) is to be Chair- 
man of the Census of Production 
Committee, the appointment of 
which has been announced by the 
President of the Board of Trade. 


It is announced in The London 
Gazette of June 8, under the heading 
of Army in Burma Reserve of 
Officers, that Lt.-Colonel J. D. 
Lewis, M.C. (411 ABRO) relin- 
quishes his commission on account 
of ill health, June 6, 1945, and is 
granted the honorary rank of Major. 
Major Lewis is District Locomotive 
Superintendent, Burma Railways. 


The following announcement 
appears in the Second Supplement 
to The London Gazette, dated 
June 8, under the heading of 


Territorial Army—Roval Engineers: 
Engineer & Railway Staff Corps :— 

Lt.-Colonel K. T. Lomas, D.S.O., 
M.Inst.C.E. (34643), resigns his 
commission, June 9, 1945, retaining 
the rank of Lt.-Colonel. 


Mr. G. E. Burnell, District Rolling 
Stock Superintendent, Bendigo, 
Victorian Government Railways, 
has been appointed Superintendent 
of Locomotive Running, in succes- 
sion to Mr. A. R. Stamp, who has 


retired. 
Mr. D. Richardson has been 
elected a Vice-President of the 


National Road Transport Federa- 
tion. 


IRISH TRANSPORT COMPANY 

Mr. C. F. Tyndall, Running Super- 
intendent, Irish Transport Company (Coras 
lompair Eireann), Kingsbridge Station, 
Dublin, has been appointed Mechanical 
Engineer and has assumed control of 
administration at Inchicore Works. In 
addition to being responsible for all the 
company’s activities on the mechanical 
engineering (rail) side, Mr. Tyndall will 
continue to carry out the duties of Running 
Superintendent, with the assistance of Mr. 


J. H. Dudley, who has been appointed 
Assistant Running Superintendent. The 
duties of Mechanical Engineer formerly 


were carried out by Mr. M. J. Ginnety, now 
retired, with the assistance of the late Mr. 
P. L. Cleary, Works Manager. A portrait 
and biography of Mr. Tyndall appeared in 
our March 9 issue. 

Mr. Brian d’Arcy Patterson, formerly 
District Locomotive Superintendent of the 
Great Southern Railways in Dublin, has 
been appointed Personnel Officer of the 
Irish Transport Company. 


RAILWAY 
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NEWS 


Mr. Reginald Edwin Robins, C.M.G., 
O.B.E., M.Inst.T., General Manager of the 
Kenya & Uganda Railways & Harbours, 
who receives the honour of Knighthood in 
the King’s Birthday Honours List, was born 
in 1891. He was educated at Queen Mary’s 
School, Basingstoke, and entered the service 
of the Great Western Railway in 1908. He 
was selected for training under the com- 
pany’s special training scheme for officers 
in 1920; and from 1919 to 1924 he under- 
went professional training at the London 


























































































Mr. R. E. Robins 


General Manager, Kenya & Uganda Railways, 


who receives the honour of Knighthood 


School of Economics, where he was awarded 
the Brunel Medal. In 1928 he became an 
Associate Member of the Institute of Trans- 
port, of which he became a full Member in 
1940. Mr. Robins entered the service of the 
Kenya & Uganda Railways & Harbours in 
1925, as Assistant Superintendent of the Line, 
which position he held for ten years. He 
was for a short period Superintendent of the 
Line, before he went to Tanganyika as 
General Manager of the Government Rail- 
ways there in 1935. He was appointed 
General Manager of the Kenya & Uganda 
Railways & Harbours in 1942. Mr. Robins 
was made an O.B.E. in 1932, and C.M.G. 
in 1938. He is an Officer (Brother) of the 
Order of the Hospital of St. John of Jeru- 
salem. As recorded in our last week’s issue, 
Mr. Robins is at present on a short visit 
to this country. 


Mr. B. Smith (a Director of the Eastern 
National Omnibus Co. Ltd.) has _ been 
elected Chairman of London Coastal 
Coaches Limited. 


SECTION 






The Guest Keen Baldwins Iron & Steel 
Co. Ltd. announces that Mr. J. S. Hollings 
will retire from the Managing Directorship 
on June 30, and that Mr. E. Julian Pode, 
at present Assistant Managing Director, has 
been appointed Managing Director from 
July 1. 


Sir Peirson Frank, Chief Engineer & 
County Surveyor, London County Council, 
has been elected President of the Institution 
of Civil Engineers, for 1945-46. 


Sir Peter Brown, Chairman & 
Joint Managing Director, and 
Major A. B. H. Clerke, Deputy- 
Chairman & Joint Managing 
Director, are retiring from the 
board of Hadfields Limited on 
June 30. Lt.-Colonel Lord Dudley 
Gordon will become Chairman. 
Mr. J. B. Thomas (a Director) has 
been appointed General Manager, 
and Major H. G. Freeman has 
been elected to the board as from 
July 1. 


Mr. J. F. Bridge is retiring at 
the end of June from the Secretary- 
ship of John Brown & Co. Ltd., 
and of Thos. Firth & John Brown 


Limited. Mr. J. W. Beck, at 
present Clydebank Secretary of 
John Brown & Co. Ltd., will 
succeed him as _ Secretary. Mr. 


Charles Stokes, Assistant Secretary 
of Thos. Firth & John Brown 
Limited, will become Secretary of 
that company, and will retain his 
present position as Assistant Secre- 
tary of John Brown & Co. Ltd. 


The King has awarded the 
Imperial Service Medal to two 
employees of the New South Wales 
Department of Road Transport & 
Tramways, and to nine employees 
of the New South Wales Depart- 
ment of Railways. 


Mr. W. Ogden has retired 
from the Chairmanship, and from 
the board, of Jenson & Nicholson 
Limited. Mr. Bernard J. Nicholson, 
Managing Director, has _ been 
appointed also Chairman of the 
company, of which Captain H. N. 
Hume has been elected a Director. 


C.N.R. Express DEPARTMENT 


The following staff changes in the 
Express Department of the Canadian 
National Railways have been announced by 
Mr. G. E. Bellerose, General Manager of 
Express :— 

Mr. C. E. Potts, formerly Assistant to 
the General Manager, to be Assistant 
General Manager. His former position has 
been abolished. 


Mr. T. H. Martin to be General Super- 
intendent of Traffic & Transportation. 
The position of Traffic Manager previously 
held by Mr. Martin has been abolished, 

Mr. C. W. Smith to be Superintendent of 
Traffic with jurisdiction over all matters 
concerning rail and air express formerly 
handled in the office of the Traffic Manager. 

Mr. R. Aitken to be Superintendent of 
Transportation, succeeding Mr. Smith. 

All the newly-appointed officers have 
their headquarters in Montreal. 
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COLONIAL RAILway APPOINTMENTS 

The Crown Agents for the Colonies have 
made the following first class appoint- 
ments :— 

Mr. W. Wilkinson to be Assistant Engi- 
neer, Nigerian Railway. 

Mr. C. L. Keegan to be Assistant Engi- 
neer, Kenya & Uganda Railways & Har- 
bours. 


Mr. H. G. W. Gaut, Assistant Divi- 
sional Superintendent, Bristol, Great 
Western Railway, who, as recorded in our 
June 8 issue, has been appointed Assistant 
to the Superintendent of the Line, Pad- 
dington, joined the company in 1903, in 
the Divisional Superintendent’s Office at 
Bristol, where he has spent practically all 
his railway service. He gained experience 





W. Gaut 


Mr. H. G. 


Appointed Assistant to the Superintendent 
of the Line, G.W.R. 


in the Correspondence, Statistical, Claims 
and Staff Sections of the office, and 
during the last war was with the colours 
from the early part of 1915. On demobili- 
sation he became a relief clerk in the 
Bristol Division, and in 1924 he took 
charge of the New Works & Accident Sec- 


tion of the Divisional Superintendent’s 
Office. In 1940 Mr. Gaut was appointed 
Chief Clerk to the Divisional Superin- 


tendent, Bristol, and he became Assistant 
Divisional Superintendent there in 1942. 





Mr. Harold Wilmot, Managing Director 
of Beyer, Peacock & Co. Ltd., for the third 
year in succession has been elected Presi- 
dent of the Institute of Cost & Works 
Accountants. 


Mr. J. A. Amschel has retired from the 
board of Lightalloys Limited on account 
of ill health. Mr. Charles J. Fear, Secre- 
tary of the company, has been appointed 
to succeed him. 


The Council of the British Internal Com- 
bustion Engine Research Association, with 
the consent of the Admiralty, has appointed 
as Director of Research Engineer Rear- 
Admiral D. J. Hoare, at present Super- 
intendent of the Admiralty Engineering 
Laboratory. Admiral Hoare is expected 
to take up his duties towards the end of 
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July. 
are at 
Slough. 


The headquarters of the Association 
111-112, Buckingham Avenue, 


Mr. A. G. Clausen has been appointed 
Manager of the Refrigerating Department 
of Peter Brotherhood Limited. 


Mr. A. H. Nash, M.I.Loco.E., who, as 
recorded in our June 8 issue, is retiring 
from the position of Assistant Works 
Superintendent, Locomotive Works, Derby, 
L.M.S.R., commenced his apprenticeship 
at the G.W.R. Works, Swindon, in 1892. 
He was appointed Assistant Analytical 
Chemist in 1899, and was transferred to 
the drawing office in 1904. He became 
Assistant Locomotive Works Manager 





Mr. A. H. Nash 


Assistant Works Superintendent, Locomotive Works, 
Derby, L.M.S.R., 1942-45 


(Metallurgical) in 1910. In 1912 he was 
appointed Deputy Locomotive Superinten- 
dent of the Federated Malay States Rail- 
ways, and later obtained a post as Super- 
intendent Engineer at a Portland cement 
works in British Malaya. Early in 1916 he 
joined the Royal Navy, and on demobili- 
sation he was for a period in Sheffield with 
J. J. Saville & Co. Ltd. at Triumph Steel 
Works. In 1920 Mr. Nash joined the 
Lancashire & Yorkshire Railway, and in 
1924 was appointed Chief Wagon Foreman 
at Newton Heath Works. He became 
Leading Draughtsman in 1928. Some four 
years later he was appointed Resident 
Mechanical Engineer on the Midland & 
Great Northern Joint Railway, with head- 
quarters at Melton Constable. In 1937 
Mr. Nash became First Assistant to the 
Works Superintendent at Derby Locomo- 
tive Works, L.M.S.R., and in July, 1942, 
he was appointed Assistant Works Superin- 
tendent. 


Major H. J. W. Marsh, a Director of 
Spear & Jackson Limited, who was killed 
in action, left £52,702. 


Mr. W. N. Roberts, Assistant to District 
Goods & Passenger Manager, Derby, 
L.M.S.R., who, as recorded in our June 8 
issue, has been appointed Assistant (Trade 
Advertising), Chief Commercial Manager’s 
Office, Watford, H.Q., joined the former 
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Midland Railway in 1916, and later served 
with the Royal Field Artillery. On <emo- 
bilisation, he returned to railway sevice, 
and became a relief clerk. After the -mal- 
gamation in 1923 he was transferred the 
staff of the General Superintendent (Passen- 
ger Commercial) at Derby. In 19. he 
was transferred to London in conne:tion 
with the then newly-constituted vad 
Transport Section, which was conc: ned 
primarily with matters arising out ©: the 
railway road-transport powers and the 
Road Traffic Act; the section formed part 
of what was at that time the Pass: ager 
Manager’s organisation. From Marci. to 
September, 1936, he was Acting Assi: tant 


(Passenger) to District Goods & Passenger 
Manager, Derby; and ther until Decom- 
ber, 1937, he was Acting Assistant District 





Mr. W. N. Roberts 


Appointed Assistant (Trade Advertising), Chief 


Commercial Manager's Office, L.M.S.R. 


Passenger Manager, Birmingham. Mr. 
Roberts thereafter was appointed Assistant 
(Passenger) to District Goods & Passenger 
Manager, Derby; he acted in addition, 
from September, 1944, to April, 1945, as 
Passenger Assistant to District Goods & 
Passenger Manager, Leicester. 


CABLE & WIRELESS GROUP OF COMPANIES 
On the completion of 45 years’ service in 
the telegraph industry, Lord Pender has 
retired from active participation in the 
Cable & Wireless group of companies. The 
Hon. Jocelyn Denison-Pender, his son, has 
been appointed to seats on the boards of 
all the companies within the group and 
Joint Managing Director of the operating 
company, Cable & Wireless Limited. 

Lord Inverforth, President of Cable & 
Wireless (Holding) Limited, has _ been 
appointed President of all the associated 
companies. Sir Edward Wilshaw, Chair- 
man of Cable & Wireless Limited, becomes 
Governor & Managing Director of Cable & 
Wireless (Holding) Limited and Chairman 
& Managing Director of-all the companies 
associated with it, except that the Chair- 
manship & Managing Directorship of the 
Marconi group of companies continues to be 
held by Admiral H. W. Grant. 

Lt.-Colonel Ivor Fraser, who, since 
December, 1943, has been Press Consultant 
to Cable & Wireless Limited, has been 
appointed a Director of that company and 
of the companies associated with the group. 
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The King’s Birthday Honours List 
Among the honours announced in the 
King’s Birthday list are the following of 
transport and industrial interest :— 
Baron 

Sir Eugene Ramsden, Bt., O.B.E., M.P. 
for Bradford North, 1924-29, and since 1931. 
For political and public services. Director, 
British Insulated Cables Limited. 

Baronet 

Air Chief Marshal Sir Wilfrid Rhodes 
Freeman, G.C.B., D.S.O., M.C., lately Chief 
Executive, Ministry of Aircraft Production. 
Director, Babcock & Wilcox Limited. 

Knights Bachelor 

Mr. Thomas Arthur Eades, F.C.LS., 
F.R.S.A., Managing Director, Automatic 
Telephone & Electric Co. Ltd. 

Mr. John Watson Gibson, O.B.E., Direc- 
tor, Pauling & Co. Ltd. 

Mr. Robert Letch, Regional Port Director, 
North Western Area, Ministry of War Trans- 
ort. 

Mr. Reginald Edwin Robins, C.M.G., 
O.B.E., M.Inst.T., General Manager, Kenya 
& Uganda Railways & Harbours. 

Mr. Clarence Thomas Albert Sadd, 
C.B.E., J.P., D.L., Vice-Chairman & Chief 
of the Executive, Midland Bank Limited. 

K.C.B. (Civil Division) 

Mr. John Harold Edmund Woods, C.B., 
M.V.O., Permanent Secretary, Ministry of 
Production. 

K.C.M.G. 

Mr. Ernest Henry Murrant, M.B.E., lately 
Ministry of War Transport Representative, 
Middle East. Chairman of Furness, Withy 
& Co. Ltd. 


C.M.G. 

Mr. Arthur Edward Hamp, C.B.E., 
General Manager, Tanganyika Railways & 
Ports Services. 

Mr. Arthur Frank Kirby, A.M.Inst.T., 
General Manager, Palestine Railways. 

| 6 ow 9 

The Hon. Sir Edward Charles Benthall, 
Member (War Transport) of the Governor- 
General’s Executive Council. 


C.S.I. 

Mr. John Whitcombe Hearn, C.LE., 
I.C.S., Additional Financial Commissioner, 
Revenue, and Secretary to Government, 
Transport Department, Punjab. 

Colonel Henry Wynter Wagstaff, M.C., 
Member, Establishment, Railway Board, 
New Delhi. 

K.C.I.E. 

Sir Satyendra Nath Roy, C.S.I., C.LE., 
I.C.S., lately Secretary to Government of 
India, Department of War Transport. 


C.I.E. 

Mr. Prafulla Chandra Chaudhuri, Indian 
Andit® & Accounts Service, Accountant- 
General, Bengal. Formerly Financial 
Adviser & Chief Accounts Officer, East 
Indian Railway. 

Mr. Harold Hinton Cooper, Chief Mecha- 
nical Engineer, North Western Railway, 
Lahore. 

Mr. Frank Aubrey Pope, lately Regional 
Port Director, Calcutta. Chief Commercial 
Manager, L.M.S.R. 

Lt.-Colonel (Temporary Colonel) Frank 
William Edward Tydeman, I.E., Deputy- 
Director of Transportation, Bombay Port 
War Reconstruction. 

K.B.E. (Civil Division) 

Sir Edward Highton Hodgson, C.B., 
O.B.E., Second Secretary, Board of 
Trade. 

C.B.E. (Civil Division) 

Mr. Victor Michael Barrington-Ward, 
D.S.O., Assistant General Manager (Operat- 
ing), L.N.E.R. 
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Mr. James Cochran Blair, lately Deputy 
Controller-General of Machine Tools, Minis- 


John Cole Deacon, lately 

Secretary, Railway Executive Committee. 
Mr. Hugh Todd-Naylor Gaitskell, Tem- 

porary Principal Assistant Secretary, Board 


Mr. Allen Gatenby Marsden, Director of 
Transport, Ministry of Food. 

Mr. Loris Emerson Mather, Regional Con- 
troller, Ministry of Production. 
of Mather & Platt Limited and a Director 
of Lancashire Steel Corporation Limited. 


F.R.Ae.S., M.I.P.E., Vice-Chairman, West- 
land Aircraft Limited. Deputy Managing 


& John Brown 
William Mure, Joint Non-Ferrous 


Managing Director of British Metal Corpora- 
tion Limited, and a Director of Manganese 
Bronze & Brass Co. Ltd. and other com- 


British Employers’ Confederation. 
Mr. George Flett Sinclair, lately Trans- 
port Director, Middle East, United King- 


Chief Engineer 


Lt.-Colonel Harry Cyril Smith, O.B.E., 
Director-General,» Iraqi State Rail- 


Manager, Sudan Railways. 

Mr. William Thomas Williams, O.B.E., 
lately Engineer Surveyor in Chief & Inspec- 
tor of Testing Establishments, Ministry of 
War Transport. 

C.B.E. (Military Division) 

Brigadier (temporary) Charles Granville 


Barry Greaves, O.B.E. (6885), late Royal 


Temporary Brigadier Charles Mitchell 


General Manager, South African Railways 


Langley, M.C. (13390), Royal Engineers. 


(152167), Royal Electrical & Mechanical 
Director, Central Africa Railway 
Ltd., Nyasaland Railways Limited, 
Great Western of Brazil Railway Co. Ltd. 
O.B.E. (Civil Division) 

Mr. Alexander William Brooks, Director, 
Cambrian Wagon Works Limited. 

Mr. George Cobb, Superintendent, West- 
ern Division, Newfoundland Railway. 

Mr. Tames Crook, Deputy Head of Stores 
Department, Crown Agents for the Colonies. 

Mr. Leslie Ewart Ford, M.Inst.T., Chief 
Great Western 


Mr. Conrad Gribble, M.Inst.C.E., Deputy 
Chief Civil Engineer, Southern Railway. 

Mr. Garnet Edward Jenkins, Prircipal 
Officer, Ministry of War Transport. 
William Montgomery, 


Telephores & Cables Limited. 

Mr. Arthur Henry Peppercorn, Assistant 
Chief Mechanical Engineer & Mechanical 
Engineer, Doncaster, L.N.E.R. 

Mr. Colin Riley, Sales Manager, General 
Electric Co. Ltd. 

Mr. Vere Norman Rowsell, Traffic Super- 
intendent, Bombay, Baroda & Central India 
Railway, Ajmer. 
Norman Smith, 
Officer, ss. Dinard, Southern Railway. 

Mr. Thomas Goodier Travis, Sales Mana- 
ger, General Electric Co. Ltd. 
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M.B.E. (Civil Division) 

Mr. Arthur Charles Francis Calladine, 

Assistant (Passenger Services), Chief Opera- 
ting Manager’s Department, L.M.S.R. 

Mr. William Carruthers, Works Manager, 
Barsi Light Railway, Kurduwadi, Sholapur 
District, Bombay. 

Mr. Subramanian Chakravarthi, I.C.S., 
Under-Secretary to the Government of 
India in the War Transport Department. 

Mr. Alfred Thomas Chapman, Station- 
master, Victoria, Southern Railway. 

Mr. Alfred Thomas Cheesley, Works 
Manager, Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. 

Mr. Henry Burton Crawford, Foreman of 
Ship Repairs, St. John’s Harbour, New- 
foundland, and formerly Chief Engineer of 
Coastal Steamers & Refrigerator Engineer, 
Newfoundland Railway. 

Mr. Denis Patrick Counihan, Executive 
Assistant, L.P.T.B. 

Mr. William Thomas James Crowe, Clerk, 
Deepdene Headquarters, Southern Railway. 

Mr. George Robert Edwards, Experi- 
mental Manager, Vickers-Armstrongs 
Limited. 

Miss Muriel Vera Hale, Secretary to the 
Surveyors Department of the Ministry of 
War Transport Representative, Mediter- 
ranean. 

Mr. Eric Maurice O’Conor Honey, Works 
Manager, Pritchett & Gold & E.P.S. Co. 
Ltd. 

Mr. Horace Edgar Humphries, Manager, 
Siemens Bros. & Co. Ltd. 

Mr. Charles Edward Hutchinson, Rail- 
way Superintendent, Dock Railways, Man- 
chester Ship Canal Company. 

Mr. Thomas Kidd, Deputy-Director, 
Railway Board, New Delhi. 

Mr. Herbert Lelew, Assistant to the 
Eastern Divisional Motive Power Super- 
intendent, Southern Railway. 

Mr. William Edmund Lewis, Superin- 
tendent Engineer, D. Napier & Son Ltd. 

Mr. Frederick William Luff, A.M.I.N.A., 
M.I.Mar.E., Marine Engineer, Newhaven, 
Southern Railway. 

Mr. Ivan Moray Lyon, M.I.Mech.E., 
Superintendent, Babcock & Wilcox Limited. 

Mr. Alfred Eric Robson, A.M.I.Mech.E., 
Assistant Works Superintendent, Carriage 
& Wagon Works, Derby, L.M.S.R. 

Mr. Harold Leslie Satchell, Manager, 
British Thomson-Houston Co. Ltd., Rugby. 

Mr. Arthur Douglas Scudamore, Chief 
Assistant to the Regional Transport Com- 
missioner, Eastern Region. 

Mr. Marcus George Russell Smith, 
Assistant to Chief Engineer, Paddington, 
Great Western Railway. 

Mr. Kenneth Rhys Thomas, Assistant 
Superintendent of Recruitment & Training, 
L.2T.B. 

Mr. Arthur Cleveland Turner, Controller 
of Stores, Madras & Southern Mahratta 
Railway. 

Mr. Harry Hutchings Waynforth, Acting 
District Engineer, Bengal-Nagpur Railway, 
Khargpur. 

Companions, Imperial Service Order 
Mr. Herbert Fitzroy Llewellyn, Chief 

Draughtsman, Locomotive & Carriage 
Department, Bombay, Baroda & Central 
India Railway, Ajmer. 

Mr. Roger Oates, Engineering Inspector, 
Crown Agents for the Colonies. 

Mr. Ernest John Smith, Chief Account- 
ant, Nigerian Railway. 





Squadron-Leader J. G. Bridges, who 
before the war was General Tours Man- 
ager of the Donaldson Atlantic Line, and 
since has been serving with.the R.A.F., 
has been appointed Director-General of 
the Travel & Industrial .Development 
Association of Great Britain & Ireland. 
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We regret to record the death on June 14 of 
Mr. Albert Evans Pullar, M.I.Mech.E., aged 
80, for over 44 years a Director of the High- 
land and London Midland & Scottish Rail- 
way Companies. He retired from the board 
of the L.M.S.R. early in 1943, but remained a 
member of the Scottish committee of the 
company in Glasgow. A portrait and 
biography of Mr. Pullar appeared in our 
issue of March 26, 1943, in connection with 
his retirement from the board of the 
L.M.S.R. (See also editorial note.) 





METROPOLITAN-CAMMELL CARRIAGE & 
Wacon Co. LTD. 

The board has accepted with regret the 
resignation, on account of ill health, of Mr. 
J. W. Kidd from his position as General 
Manager. Mr. Kidd retains his seat on the 
board. 

In consequence, the following appoint- 
ments have been made :— 

Mr. H. N. Edwards to be Commercial 
General Manager. 

Mr. A. T. Cheesley to be Production 
General Manager. 

Mr. George Bailey will continue as Chief 
Engineer (Designs) and will be responsible 
for the design and development work on 
carriages and wagons. 





Mr. J. F. Perry has been appointed 
General Manager of Metropolitan-Vickers 
Electrical Export Co. Ltd., and relinquishes 
his position as Sales Manager, Plant Depart- 
ment. Mr. F. J. E. Tearle has been 
appointed a Director of the company, and 
retains his appointment as Principal Repre- 
sentative. ‘ 





We regret to record the death on June 14 
of Mr. Chapman Frederick Dendy Marshall, 
M.A., M.I.Loco.E., the well-known writer 
on railway subjects. He was a graduate of 
Trinity College, Cambridge, a Barrister-at- 
Law, and a member of the Royal Aero- 
nautical Society and other societies. Some 
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reference to Mr. Dendy Marshall’s work is 
made in an editorial note in this issue. 





L.N.E.R. APPOINTMENTS 

Mr. E. W. I. Arkle, Assistant Divisional 
General Manager, Southern Area, to be 
Goods Manager, Scottish Area, in succession 
to Mr. A. E. Sewell, who has been appointed 
Railway Chairman of the Road-Rail Central 
Conference on a permanent basis. 

Mr. A. E. H. Brown, Assistant Divisional 
General Manager, Scottish Area, to be 
Assistant Divisional General Manager, 
Southern Area. 

Mr. C. S. McLeod, Acting Goods Manager, 
Scottish Area, to be Assistant Divisional 
General Manager, Scottish Area. 

Mr. A. H. Peppercorn, who is at present 
Assistant Chief Mechanical Engineer & 
Mechanical Engineer, Doncaster, will shortly 
relinquish the duties of the latter post to 
devote his full time to that of Assistant 
Chief Mechanical Engineer. 

Mr. L. Reeves, Mechanical Engineer, 
Scotland, to be Mechanical Engineer, Don- 
caster. 

Mr. J. F. Harrison, Mechanical Engineer, 
Gorton, to be Mechanical Engineer, Scot- 
land. 

Mr. G. C. Gold, Locomotive Works Mana- 
ger, Darlington, to be Mechanical Engineer, 
Gorton. 

Mr. W. S. Barnes, Rating Surveyor (All 
Line) & Estate Surveyor, North Eastern 
Area, to be Estate Surveyor, Southern 
Area. He will continue to be Rating 
Surveyor (All Line). 

Mr. G. Tunbridge to be Estate Surveyor, 
North Eastern Area. 

Mr. W. G. Nicholson, who has been em- 
ployed on post-war development work in 
the office of the Divisional General Manager, 
Southern Area, to be Acting Head of Works 
Section, Chief General Manager’s Office. 

Mr. H. S. Thompson, Acting Resident 
Manager, North British Station Hotel, 
Glasgow, to be Resident Manager, Royal 
Victoria Station Hotel, Sheffield. 


LUNCHEON TO PADDINGTON RaAILway 
TRANSPORT OFFICERS 

Sir James Milne, General Manager of the 
Great Western Railway, entertained to 
luncheon on June 12 Railway Transport 
Officers stationed at Paddington during the 
war. It was stated that no fewer than 
23,000,000 troops had been dealt with at 
the terminus since the commencement of 
hostilities without a single complaint from 
the chiefs of the Fighting Services. 





The late Mr. F. C. A. Coventry, who was 
Superintendent of Road Transport, Great 
Western Railway from 1922 to 1942, anda 
Director of various railway-associated bus 
and road transport companies, left £38,758. 





INDIAN RAILwAy STAFF CHANGES 

Mr. G. E. Cuffe, General Manager, B.A.R., 
has been appointed to officiate as Director- 
General of Railways, Calcutta Area. 

Mr. R. G. Manson, Deputy General 
Manager, B.A.R., has been appointed to 
officiate as General Manager of that rail- 
way. 

Mr. S. J. P. Cambridge, O.B.E., Divi- 
sional Superintendent, E.I.R., has been 
appointed to officiate as Deputy Director- 
General of Railways, Calcutta Area. 

Mr. W. Hood, Deputy Chief Engineer 
(Construction), G.I.P.R., has been ap- 
pointed to officiate as Chief Engineer on 
that railway. 

Mr. H. C. W. Westwood has been ap- 
pointed to officiate as Secretary, Railway 
Board, in place of Mr. F. C. Badhwar, 
granted leave. 

Mr. E. Ingoldby, C.I.E., on return from 
leave, has resumed charge of his duties as 
Chief Controller of Standardisation, Rail- 
way Board. 

Mr. L. N. Flatt, C.LE., V.D., has re- 
linquished charge as Officiating Chief Con- 
troller of Standardisation, Railway Board, 
and proceeded on leave, preparatory to 
retirement, for 2 years from April 22. 








W. H. Smith & Son Ltd. 


Luncheon to London Stationmasters 


A luncheon was given by W. H. Smith & 
Son Ltd. at the Grosvenor Hotel, Victoria, 
London, S.W.1, on May 29 to the London 


Terminal Stationmasters and Parcels 
Agents. The luncheon was held so that 
W. H. Smith & Son Ltd. might meet in 





London Stationmasters and Parcels Agents at the luncheon given by 
W. H. Smith & Son Ltd. 





an informal and friendly way those London 
Stationmasters and their colleagues who, 
for five and a half years, had kept open 
the avenues of distribution through which 
pass the bulk of daily and weekly news- 
papers, books, stationery and many other 
articles, by which the morale of the popu- 
lation had been sustained and strengthened 
throughout the European war. 

Lord Hambledon, Governing Director 
of W. H. Smith & Son Ltd., expressed 
very cordial thanks to the guests for the 
onorous task which they had faithfully 


discharged. 
A menu card was produced for the 
occasion which emphasised the, long 


association between W. H. Smith & Son 
Ltd. and the railway companies. 


The guests at the luncheon included :—- 


G.W.R.—Messtrs. J. R. C. Williams, Station- 
master, Paddington; B. A. Wright, Parcels 
Agent, Paddington. 

L.M.S.R.—Messrs. J. Harrison, 
master, Euston; H. Finch, Parcels 
Euston & St. Pancras. 

L. N.E.R.—Messrs. F. W. Goring, Station- 
master, Kings Cross; H. P. Morley, Parcels 
Agent, Kings Cross; W. W. Capon, Station- 
master, Marylebone; G. M. Booth, Station- 
master, Liverpool Street; F. M. Geeson, 
Parcels Agent, Liverpool Street. 

Southern Railway.—Messrs. H. C. Greenfield, 
Stationmaster, Waterloo; J. S. W. Gibbons, 
Parcels Agent, Waterloo; A. T. Chapman, 
Stationmaster, Victoria; E. Card, Station- 
master, London Bridge: F. Bassett, Station- 
master, Charing Cross; H. A. Turpin, Station- 
master, Cannon Street; and J. Mumford, 
Stationmaster, Holborn Viaduct. 
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Special Trains for Disbanding South- 
East Ack-Ack ~ 

To move the disbanded A.A. men and 
women and their luggage from the South- 
Eastern Area of England, 53 special trains 
had to be run. The L.M.S.R. and the 
L.N.E.R. are now transporting 400 heavy 
A.A. static guns of the 3-7 type from the 
South-East to the North-West for storage. 
Special trains of 30 guns each are taking 
268 of them. Each gun is 20 ft. long, and 
weighs 12 tons. It will take two days to 
unload each trainload at its destination. 


Southern Railway Cave Headquarters 

at Deepdene 

When the Southern Railway adopted the 
Deepdene Hotel for its wartime emergency 
headquarters, it became possessed also of 
the caves in the adjacent hillside. These 
caves, which are probably natural in origin, 
have been in existence for a great many 
years as ‘‘occupied premises.’”’ Nearly 
300 years ago John Evelyn in his diary, 
under the date August 1, 1655, referred to 
his visit to Charles Howard at Deepdene, 
part of the Manor of Dorking, where he 
was shown “caves and an elaboratory.”’ 
This estate had been settled on him three 
years earlier by his father, the seventh Earl 
of Arundel, and there he pursued his 
favourite study of chemistry ‘“‘ for the more 
commodious prosecution of which he 
erected Laboratories; and, in  subter- 
raneous grots formed for that purpose, 
had furnaces of different kinds, the flues 
of which, in some places, are yet to be seen. 
Amongst other works which he carried on 
here, one was a passage through the Hill, 
which was intended to let in the prospect 
of the Vale of Sussex from the south; but 
the earth having fallen in one morning 
while his Labourers were absent at break- 
fast, the design, which was thereby ob- 
structed for the present, was thenceforth 
laid aside.”’ 

Because of the natural protection result- 
ing from these caves being surrounded on 
three sides, they were eminently suitable 
to house the telephone exchange serving 
the Southern Railway Headquarters, and 
for accommodating the key staff engaged in 
the control of traffic movements in emer- 


gency. As a safety precaution, a spiral 
staircase ascending through an _ escape 


shaft was provided to permit of exit in 
the event of either of the two normal exits 
being blocked. At their deepest point 
underground the caves are 60 ft. below 
the surface. Above those rooms protected 
by a lesser depth of earth a concrete burster 
slab was provided to minimise the possi- 
bility of a bomb piercing the caves. The 
switchboard is a ‘‘ three-positioned ’’ instal- 
lation with Post Office, lines, extensions 
serving the headquarters staff in the hotel, 
and direct lines to the headquarters of the 
various divisional traffic and engineering 
officers. The switchboard is open con- 
tinuously through the twenty-four hours. 

The night staff of the Operating, Motive 
Power, Chief Mechanical Engineer, and 
Chief Electrical Engineer's Departments 
worked in the caves, which accommodated 
a total of 30 clerks. In addition, the night 
officer was located in the caves so that he 
was in immediate contact with all the staff 
working there. Among the accommodation 
is included a meeting room suitable for any 
conferences which might have to be held 
under emergency conditions. The caves 
are equipped throughout with a ventilating 
plant, and the temperature of the air is 
regulated by radiators as it enters the 
rooms. 

Among the special features of the caves 
is the exhibition of diagrams of all important 
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junctions on the Southern Railway, thus 
enabling the staff to have immediate access 
to all information necessary to enable them 
to make emergency or alternative arrange- 
ments for any diversions of traffic neces- 
sitated by damage caused by enemy action. 
Each of the rooms is fitted with a radio 
receiving set for the reception, under 
emergency conditions, of any important 
Government announcements which might 
have been broadcast. 

Two interior views of the accommodation 
in the caves are reproduced at page 622. 

Resumption of Greek Air Lines 
The operation of civilian air services 
between Athens on the one hand, and 
Salonica, Corfu, and Crete on the other, 
was resumed on May 1. Because of the 
lack of railway coaching stock, the air line 
between Athens and Salonica is particularly 
well patronised. 
French Rolling Stock Repair in 
Switzerland 

A further 13 French wagons, of which 
nothing remained except the undercarriage 
and twisted metal parts of the bodies, 
entered Switzerland on May 11, on their 
way to various repair shops of the Swiss 
Federal Railways, where they are to be 
reconditioned according to the agreement 
concluded between France and Switzerland 
early in March last. The wagons entered 
Switzerland via Les Verriéres. The Federal 
Railways repair shops located nearest to 
that station are at Yverdon and Olten. 

Refrigerator Wagon Traffic in 
Switzerland 

A further step in the return to normal 
conditions in Switzerland after the close of 
the European war is the resumption of the 
refrigerator wagon traffic in Switzerland 
as from May 14. One refrigerator wagon for 
the conveyance of meat and other perishable 
goods operates now five times a week each 
way between Geneva (Cornavin Station) 
and Zurich, via Berne. There is also a 
refrigerator wagon now operating on Mon- 
days and Wednesdays in each direction 
between Geneva (Cornavin Station) and 
Langnau. Langnau, on the Berne-Lucerne 
line, is known as the Swiss “ cheese and 
butter metropolis.” 

Reconstruction of Dutch Transport 

A report from Rotterdam says that, 
despite the pillaging of Holland and the 
extensive damage done during the German 
occupation, observers who have travelled 
throughout war-ravaged Europe think that 
Holland will recover quickest among the 
European countries. The main problems 
facing the reconstruction of industry are 
those of transport and coal. Before the war 
65 per cent. of the total goods carried inside 
the country went by barge, while, of the 
remainder, 25 per cent. went by rail and 
10 per cent. by road. The Germans have 
damaged the canal system so extensively 
by blowing in banks and destroying locks 
and bridges, that miles of canal are unusable 
and only 20 per cent. of the pre-war total 
of tens of thousands of barges remain in 
service. 

Miles of railway lines were removed as 
scrap metal, and sleepers were used to 
make obstructions. All electric and diesel 
locomotives were removed to Germany or 
destroyed ; only 100 steam locomotives are 
estimated to have remained in Holland. 
Thousands of flat cars and other railway 
wagons were removed. 

Road transport is virtually at a stand- 
still, as all motor lorries and private cars, 
as well as millions of bicycles, were stolen 
by the Germans. 

The most serious repercussion of the lack 
of internal transport is the difficulty of 
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communication between town and country, 
preventing the equitable distribution of 
available supplies. 

The report adds that the Canadians and 
British have given considerable help, both 
by assisting the Dutch in transporting their 
own resources (for example, army lorries 
have carried beets from the farms to the 
factories) and in supplying them with 
goods. On May 2 they handed over 200 
motor lorries, 25,000 gallons of oil, and 210 
tons of coal. 


Reichsbahn Station at Basle 

From the time of the occupation by 
Allied Forces of south-western Germany 
in the middle of April, all activity in the 
German Reichsbahn Station, situated in 
the north-eastern part of Basle, beyond 
the Rhine, has been at a standstill. The 
staff and personnel were unable to have 
their salaries and wages (paid in Reichs- 
marks) converted into Swiss francs, and 
they were ordered to withdraw to German 
territory within 24 hours, a few days 
before the French Forces succeeded in 
closing the border. Some are said to have 
refused, and were left stranded. 

In a speech by a Socialist member of the 
Grand Council of the Government of Basle 
Town, when the Council session opened in 
May, it was stated that the Basle Reichs- 
bahn Station had been a centre of espionage 
during the war, as had been proved by the 
number of trgals for high treason in which 
members of the staff belonging to that 
station had been involved. A railwayman 
representative of the Nazi party continued 
to live in Basle. The Basle Chief of Police 
department said that 91 Reichsbahn em- 
ployees at Basle had been deported in the 
past few years. 


Italo-Swiss Railway Traffic Resumed 

As a result of a conference at Milan, 
on April 27, between delegates of the 
Italian State Railways and of the Swiss 
Federal Railways, railway traffic between 
Italy and Switzerland was resumed on 
May 12, over the Chiasso, Domodossola, 
and Luino routes. Four trains a day in 
each direction now operate on the Milan- 
Chiasso electrified line (32 miles), con- 
necting at the latter station with trains for 


and from Switzerland on the Gotthard 
route. 
The electrified double-track main line 


between Genoa and Milan cannot yet be 
worked throughout because two bridges, 
one over the River Ticino (to the south of 
Pavia), and the other one over the River 
Po (near Bressana Station, 8 miles to the 
south of Pavia), are still under repair and 
will take several months to complete. The 
Genoa-Milan traffic has been diverted, 
therefore, from Arquata Scrivia, 27 miles 
to the north of Genoa, through Alessandria 
and Mortara, joining the direct Genoa-Milan 
main line at Milano-Lambrate, 24 miles 
out of Milan Central Station. The distance 
between Milan and Genoa over this round- 
about route is 109 miles, compared with 
93 miles by the direct route. The 62-mile 
section between Milan and Alessandria is 
steam-worked single track. To relieve the 
serious coal position in Italy, Swiss goods 
trains in transit between Genoa and Milan 
and thence on the electrified line to Chiasso 
are worked between Alessandria and Milan 
with coal supplied from Switzerland. 
According to a recent report, the rope- 
way connecting the port of Savona (to the 
west of Genoa) with San Giuseppe di Cairo, 
on the electrified Savona-Turin main line, 
is in working order, and is available for 
coal imports as soon as these are resumed. 
The ropeway was built to relieve the Savona 
to San Giuseppe di Cairo railway, on which 
the sharp curves and heavy gradients make 
the operation of heavy coal trains difficult. 








































































































An extraordinary general meeting of 
the Assam Railways & Trading Co. Ltd. 
was held on June 18 at Winchester House, 


Old Broad Street, London, E.C.2, for the 
purpose of submitting resolutions reduc- 
ing the capital of the company from 
£1,160,000 to £615,000, divided into 
£315,000 ‘‘A’’ stock and £300,000 ‘‘B’”’ 
stock, by paying off the whole of the 


capital paid up on the pre-preference 
‘‘A’’ shares, 1886; paying off the whole 
of the capital paid up on the 15,000 new 
6 per cent. preference shares; and paying 
off £315,000 of the capital paid up on the 
‘A’’ stock 

Mr. E. A. A. 
company, who presided, said: 


Joseph, Chairman of the 
Ladies and 


gentlemen, in view of the circular you 
have all received there is little for me to 
say today. You have, I presume, studied 
it, but I may perhaps repeat the first 
paragraph. 

At the extra-ordinary general meeting 


of the company held on January 23, a 


resolution was unanimously passed 
authorising the directors to accept the 
offer of the Government of India to buy 
the company’s railways at the price of 


£1,770,000 and to negotiate terms for 
the repayment of the debenture stock. A 
meeting of the debenture stogkholders was 


held, and the resolution to accept repay 
ment of the stock at £108 per cent. was 
passed The stock was repaid on May 9. 

After the repayment a decision has to 


be made on the disposal of the balance of 


the purchase money remaining in our 
hands. That question has received very 
careful and prolongeél consideration be 


ginning indeed well in advance of last 
January’s meeting, 

We are advised that although this is 
not one of the specific decennial occa 


sions mentioned in the Assam Railways & 
lrading Company’s Act, we. ought to 
follow as closely as possible the procedure 
therein prescribed. The resolutions to be 
submitted to you accordingly have been 
drafted to that end. 


Before [I put those resolutions you may 
like to have such information as I can 
give you on the resultant position of the 
company assuining they are passed and 
the proposed reduction of capital is ap 
proved by the Court. I will not go into 
much detail of the various activities of 
the company, but will summarise their 
result by saying that for the last three 
years for which we have accounts, that is 
up to March 31, 1944, the earnings of the 
trading side of the company—apart alto- 
gether from the railway—have averaged 
£95,000, and if we add our accountants’ 
careful forecast of the figures for the year 
just ended, the average for the four years 
would rise to £107,000. 


But I must warn you, as I have done 
before, that these are all war years. We 
are subject to war controls and war diffi- 
culties. We enjoy war prices and submit 
to war costs. Also these figures are before 
taxation. We hope we can safely take 
our new E.P.T. standard at about 
£50,000 to £60,000; and your forecast of 
the modification or termination of that 
tax is as good as mine. There is an accu- 
mulation of maintenance and reconstruc- 
tion work to be done, though everything 
has been kept in as good order as was 
possible during the war years. I am not 
going to estimate or prophesy on these 
matters, but I would point out to you 
that the 8 per cent. dividend on the re- 
duced amount of ‘‘A’’ stock which it is 
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Assam Railways and Trading Co., Ltd. 


proposed to leave in the company will 
absorb £25,200. 

Before putting the resolutions I will do 
my best to answer any questions which 
you may wish to put, though I think you 
know pretty well as much as we do our- 
selves. 

After the chairman had replied to a few 
questions the resolutions were put to the 
meeting and passed unanimously. 









June 22, 1945 


Colonel Wm. Parker, D.S.O., proposed 
a vote of thanks to the directors and 
complimented them on bringing forward 
a scheme which had met with consider- 
able favour all round. This was seconded 
by Major A. S. Orpen and carried unani 
mously. 

The Chairman, in a brief acknow 
ledgment, announced that the board of 
directors had received 57,043 proxy votes 
in favour of the scheme and only 13 
against. 








Transport in Wartime 


Sir Cyril Hurcomb’s address. 


meeting of the Royal 
Empire Society on June 13, Sir Cyril 
Hurcomb, Director-General of the Minis- 
try of War Transport, said that we had 
secured a co-ordination between the 
different agencies for internal distribu- 
tion, including coastwise shipping, and 
had, by a world-wide organisation, inte- 
srated the direction of a vast volume of 
ocean-going shipping with gigantic mili- 
and programmes of 


Speaking at a 


real 


tary movements 

upply. Amongst transport workers over 
30,000 men had lost their lives at sea, 
4,000 had been wounded, 4,000 interned 
or taken prisoner, and 4,700 had been 
reported missing 

The railway companies, which were 
now employing about 135,000 women, 
were carrying about 24,000,000 tons of 
goods, including coal, a month; the canals 
ind inland waterways, about 1,000,000 
tons; the road haulage organisation, about 


4,500,000 tons; 
2,500,000 tons 


and coasting ships, about 
In spite of restricted ser- 


vices, passenger journeys on the four 
main-line railways in 1944, excluding 
season tickets, were nearly 20 per cent 


more than before the war. About 10,000 
special trains for troops were run in the 
first five months of this year. 

Between June, 1940, and March, 1945, 
there were 9,000 incidents of damage and 
delays to railways arising from enemy 
action. Expressed in another way, these 
incidents worked out to an average of 
nearly one for every two route miles, and 
of course they were very largely concen- 
trated in the area of London and the South 
Eastern counties. Over one third was on 
the Southern Railway. In the earlier raids 
large numbers of unexploded bombs 
necessitated precautions of varying 
severity pending removal—the effect on 
traffic often had been more serious than 
explosions, the damage from which had 
been repaired rapidly. The repair work 
of the railway engineers reached a remark- 
able degree of efficiency and speed, and 


great credit was due to the Chief 
Engineers and their staffs who had to 


face great dangers. During the flying bomb 
and rocket attacks from June, 1944, to 
March, 1945, the London Passenger Trans- 
port Board alone had 2,300 vehicles 
damaged, 650 of them seriously. Transport 
by road, like the railways, had moved more 
people greater distances than in 1938. Con- 
ductors had been replaced by women and 
the number of women employed in the in- 
dustry had risen from 17,000 in 1938 to 
about 80,000 at present. Returns from a 
number of the larger undertakings indi- 
cated that the average increase in 1944 
was about 25 per cent. in passengers and 
50 per cent. in passenger miles. 

As to goods transport by road, zoning 
and other economies had saved more than 
25,000,000 gals. of petrol a year, as well 
as manpower. The road haulage organi- 
sation comprised 388 controlled under- 
takings and about 2,700 hired operators. 


The total number of vehicles which were 
the subject of agreement with the Minis- 
try was over 34,000. In 1944 the organ 
sation moved or arranged for 
movement (on an average) of 1,000,000 
tons of traffic a week and carried sor 
4,000,000 head of livestock. 

With regard to shipping, a large orgai 
sation had been built up for the purpos 
of controlling the employment and oper 
tion of the huge fleet which had been 
brought under one central direction. 
During the four years 1940-43, 121,000,000 
tons of food, raw materials and munitions 
were carried from various parts of the 
world to the United Kingdom. Allie 
shipping co-operation had been developed 
to a further stage by the establishment of 
the United Maritime Authority. 


Southern Railway 
Extra Trains 


On Monday, June 11, numbers of addi 
tional passenger trains were introduced 
by the Southern Railway between London 
and suburban and Kent and 
towns. From Victoria, Brighton has thx 
largest allocation, with additional trains 
from Monday to Friday at 10 a.m., 12 
noon, 2, 7.28, 8 and 10.28 p.m. Extra 
Saturday trains are at 9, 10, 11 and 11.3 
a.m., 3, 5, 6, 7.28 and 10.28 p.m., and 
on Sunday at 9.10, 10.3, 11, 11.3 a.m., 
12 noon, 7.40, 8.20, 9.28, 10 and 11 p.m 
To Bognor, Monday to Friday, there is an 
additional train at 10.18 a.m. with other 
trains at 10.18 and 11.18 a.m. and at 
9.15 a.m. on Sunday. Littlehampton and 
Worthing, Monday to Friday, addition 
starts at 10.25, with trains at 10.25 a.m 
and 2.25 p.m. on Saturday. The Sunday 
extra trains are at 11.25 a.m. and 9.25 
p.m. Eastbourne and Hastings, Monday 
to Friday, train is at 10.45; Saturday at 
9.15, 10.45 a.m. and 3.40 p.m. Rams- 
gate has an additional train at 9.35 a.m., 
Monday to Friday, with services at 9.30, 


Sussex 


10.30 and 11.35 a.m., 2, 3.30 and 7.15 
p-m. on Saturday. Extra Sunday trains 
are at 9.6 and 9.35. Additional daily 


trains to country districts include the 
10.18 p.m. to Maidstone, the 11.24 p.m. 
to Orpington and the 10.30 p.m. to 
Oxted. 

From Charing Cross, extra trains serve 
Hastings, Monday to Friday, at 9.25 
a.m., Saturday 9.25 a.m., 3.25 p.m., and 
Sunday at 9.55 a.m. From the same ter 
minus other Kent towns, Ramsgate, 
Folkestone, Dover and Deal have an 
additional train at 11.5 a.m., Monday to 
Friday, on Saturday at 11.5 a.m. and 
12.55 p.m., with a service at 9.5 a.m. on 
Sunday. 

Extra trains are running from the coast 
to London to cope with the additional 
return traffic occasioned by the above 
services. Suburban services have also 
been augmented, including additions to 
the trains running late in the evenings. 
From Waterloo additional trains are 
being put into service, as required, on 
the long-distance routes. 
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June 22, 1945 


Questions in Parliament 


Travel for Servicemen on Leave 
Flight-Lieutenant W. Teeling (Brighton 
C.) on June 12 asked the Secretary of 

State for War, whether he would make 

Brighton railway station a terminus for 

B.L.A. and other leave men, and thus 

enable the R.T.O. to arrange for their 
commodation should they miss the last 

connection to various south-coast stations 
ithout their having to lose a night of their 
leave. 

Sir James Grigg (Secretary of State for 
War): I understand that insufficient men 
travel to this area to justify a special train. 
The Railway Traffic Officer can already 
rrange for men to spend the night and | 
have not heard of any being stranded. 


Repairs of Railway Rolling Stock 

Mr. Evelyn Walkden (Doncaster—Lab.) 

June 7 asked the Minister of Labour if 

1e was aware that the railways were not in 
a position to handle a greatly increased 
holiday traffic this year because of the large 
number of locomotives awaiting repair and 
for which adequate labour was not avail- 
able; and whether he would now regard 
the repair of locomotives and rolling stock 
as a No. 1 labour priority to enable the 
railways to carry the large numbers of 
vorkers to seaside or country holidays this 
summer. 

Mr. R. A. Butler (Minister of Labour & 
National Service): The supply of labour 
for the repair of locomotives and rolling 
stock has for long received a very high 
preference in the allocation of labour. The 
fact that it has not kept pace with the 
lemands of the railway companies has been 
due solely to competing demands for work- 
people of the same type in posts of equal or 
even greater urgency. 

Mr. Walkden: Is the Minister not aware 
that there are hundreds upon hundreds of 
disabled locomotives lying in the engine 
sheds, with nobody to repair them, and that 
there will be millions of people wanting to 
go on holiday this year and no trains to 


take them ? Can he not see that efficient 
engineers are provided to repair these 
engines and put them on the rails right 


away ? 

Mr. Butler: I am quite aware of the 
urgency of the matter, and this is designated 
work and has been given first preference. 
Subject to the shortage of the skilled people 
necessary, we shall do our best to provide 


them. 
Mr. Walkden: Canethe Minister not 
switch over skilled engineers from other 


work to do the job ? 
Mr. Butler: Engineers are the one 
of people who usually are not redundant. 


class 


Repairs of Railway Locomotives 

Mr. Evelyn Walkden (Doncaster—Lab.) 
on June 13 asked the Parliamentary Secre- 
tary, Ministry of War Transport, how many 
L.N.E.R. and G.W.R. locomotives now were 
awaiting overhaul or lying idle in need of 
repairs; how many he hoped to have 
repaired during the next four weeks; and 
whether the new labour priority for repairs 
was adequate to fulfil the demands of the 
estimated needs of passengers as reported to 
him by the railway companies in anticipa- 
tion of the current holiday season. 

Capt. G. E. P. Thorneycroft (Parliamen- 
tary Secretary, Ministry of War Transport) 
wrote in reply : I am making enquiries and 
will communicate with Mr. Walkden. 


Railway Stock Sent Overseas 

Major Sir Ralph Glyn (Abingdon—C.) on 
June 13 asked the Parliamentary Secretary, 
Ministry of War Transport, how many loco- 
motives and how much rolling stock of all 
types previously used on British railways 
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had been sent overseas for 
reasons since September, 1939. 

Capt. Thorneycroft stated in a written 
answer: In addition to 950 American and 
British locomotives loaned to the railway 
companies for use in this country before 
D-Day the number of railway-owned loco- 
motives sent overseas is 242; the number 
of freight wagons sent or about to be sent is 
5,149 and the number of passenger coaches 
is 871. 


operational 


Air Transport in Scotland 

Major E. G. R. Lloyd (East Renfrew—C.) 
en June 12 asked the Parliamentary Secre- 
tary, Ministry of Civil Aviation, whether he 
was considering making available to Scot- 
tish air lines suitable aircraft for local trans- 
port purposes, of which there was a shortage, 
as an emergency measure. 

Flight-Lieutenant W. R. D. Perkins 
(Parliamentary Secretary, Ministry of Civil 
Aviation) in a written answer stated: The 
Government’s recognition of the importance 
of local air tr mnaport | in Scotland is clear 
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from the statement I made in Committee of 
Supply on June 6. Major Lloyd can rest 
assured, therefore, that the needs of Scot- 
land will be kept in mind most carefully in 
the allocation of aircraft for internal air 
services, as and when aircraft become avail- 
alk’ 
Transport to Youth Camps 

Mr. H. McNeil (Greenock—Lab.) on 
June 13 asked the Parliamentary Secretary, 
Ministry of War Transport, if he would ensure 
that where there were no direct train 
services, Scottish youth organisations would 
be allowed buses to take them to and from 
summer camps. 


Capt. Thorneycroft stated in a written 
answer: Regional Transport Commis- 


sioners have discretion to authorise the use 
of buses to convey youth organisations to 
and from camp, provided that vehicles and 
crews can be made available without inter- 
ference with essential services, the length 
of the journey is reasonable and other means 
of transport are not adequate. 


Official 1943 Railway Statistics for Eire 


As a neutral in the war, Eire has con- 
tinued to publish annual railway statistics 
in respect of the Great Southern Railways, 
and other railways which are partly in 
Eire. The latest to reach this country 


are those for the calendar year 1943, 
which are shown in the accompanying 
table. As compared with the year 1942, 


substantial increases in net 
receipts for the Great Southern Railways, 
but a drop in those of the Great Northern 
Railway. Mileage is unchanged 


there are 


Capital 
Authorised.. 
Created 


Issued (including nominal additions or ‘ded uctions) 


Receipts and expenditure on Capital Account 
Receipts to December 31, 1943 mas 
Expenditure to December 31, 1943... 

Revenue receipts and expenditure (railways ‘and ancillary | 

Businesses) 
Gross receipts 
Expenditure 


Net receipts 
Total net income ... 
Mileage (operating) 
First track . 
Total track (including sidings) 
Rolling stock 
Locomotives ; 
Coaching vehicles 
Rail motor cars 
Electric ae 
Freight vehicles 
Service vehicles 
Train mileage 
Revenue, coaching 
Revenue, freight ... 
Shunting ... . 
Total engine miles. 
Number of passengers 
First class ... won 
Second class 
Third class 
Workmen (single journeys) 


Total (exclusive of season tickets) 
Season tickets (equivalent annual tickets)- 
First class aes oie ie 
Second class 
Third class... 


Total = 
Freight traffic tonnage- 
General merchandise 
Coal, Coke and patent fuel 
Other minerals... 
Total (excluding livestock k tonnage) 
Livestock ‘ne 
Head of livestock 





As from January 1, 1945, the Irish 
Transport Company (Coéras lompair 
Eireann), formed by the Eire Transport 
Act of November 29, 1944, began its 
operating life. It merged the under- 
takings of the Great Southern Railways 


Company and the Dublin United Trans- 
port Co. Ltd. When the Eire statistics 
for the calendar year 1944 are issued, 


they will thus cover exactly the last year 
of operations of the Great Southern 
Railways. 





Railways partly in Eire 





Great Southern 





Railways* 
| Great Northern Other 
Railway railways 
£ £ £ 
13,895,001 9,755,703 1,683,932 
13,069,631 9,755,703 1,541,754 
12,691,451 9,260,970 1,440,518 
14,500, 129 9,400,948 2,603,320 
31,557,175 9,894,429 2,587,564 
6,239,322 3,067,775 283,698 
5,631,605 2,426,799 263,696 
607,717 640,976 20,002 
641,774 697,446 26,777 
Ee 1,923 543 213 
a 2,490 | 828 234 
- 500 190 38 
ocd 1,351 570 103 
© 1 18 
5 10t <a 
ee 11,848 | 5,601 806 
a 1,076 470 34 
2,118,728 3,471,926 457,734 
3,926,968 1,268,762 200,945 
2,039,699 1,235,205 116,947 
8,497,737 6,344,521 769,133 
791,452 3en.210 —_ 
531,171 , 
5,419,012 8,562,128 1,151,547 
‘ 1,212,226 =| 4,113 
6,210,464 10,653,735 | 1,192,518 
872 261 24 
1,561 
4,013 91647 | 504 
4,885 11,469 | 528 
1,600,834 LUE ESI 149,697 
300,600 | 268,175 8,554 
1,077,497 233,565 | 48,543 
2,978,991 1,612,891 206,785 
384,153 175,888 
1,516,195 | 611,497 127,481 
| 








* Including trish portion of Fishguard & Rosslare Railways & Harbours Company’s undertaking for the 
working of which the Great Southern Railways Company is responsible 


t Howth Tramway vehicles 
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Notes and News 


Sentinel WaggonWorks Limited.—An 
extraordinary general meeting of Sentinel 
Waggon Works Limited will be held on 
June 28 to consider the changing of the 
company’s name to Sentinel (Shrewsbury) 
Limited. 

Agent Required.—A ‘well-known firm 
of London sheet-metal workers and engi- 
neers requires an agent already calling on 
all railway companies and contractors. (See 
Official Notices, page 631). 

Engineers for Colonial Service Re- 


quired.—There are vacancies in the 
British Colonial Dependencies for civil, 
mechanical and electrical engineers. For 
full particulars of these vacancies. (See 


Official Notices, page 631). 

General Manager Required.—A large 
engineering works requires a general mana-., 
ger. Applicants must be qualified engineers 
having first class executive experience in 
senior management positions. (See Official 
Notices, nage 631) 

Robert Stephenson & Hawthorns 
Limited.—The net profit of Robert 
Stephenson & Hawthorns Limited for the 
year ended December 31, 1944, after taxa- 
tion, was £14,453 (£21,043). The dividend 
was at the rate of 5 per cent. (same). 

L.N.E.R. Stock Registers.—The close 
of business on July 2 has been fixed for the 
date for striking the balances of L.N.E.R. 
guaranteed, preference, and ordinary stocks. 
Interim dividends for the half-year to 
June 30 will be payable to stockholders 
registered on that date. (See Official 
Notices, page 631). 

Assistant Engineers Required.—<As- 
sistant engineers are required for the Iraqi 
State Railways for one tour of three years 
with possible extension. Amongst other 
qualifications candidates must have had 
practical experience of railway civil en- 
gineering preferably including track main- 
tenance. (See Official Notices, page 631.) 

Longer Trains on the Bakerloo Line. 
—Seven-car trains are to replace the six-car 
trains now running on the Bakerloo Line, 
London Transport. Some are already in 
service and others are being introduced at 
the rate of one a week. The running of 
seven-car trains was planned in connection 
with the Bakerloo extension to Stanmore, 
opened in 1939, and platforms at various 
stations were lengthened to accommodate 
them. 


Requisitioning of Privately-Owned 
Wagons.—The Minister of Transport has 
made an Order (S.R. & O. 1945 No. 573) 
under the Defence (General) Regulations, 
1939, enabling him to requisition all 
privately-owned railway wagons, the con- 
struction of which has been completed since 
June 13, 1944. This Order extends the 
requisitioning of wagons, apart from certain 
special classes enumerated in the schedule, 
to those built since the previous Order. 


Assam Railways & Trading Co. Ltd. 
—Following the sale of its railways to the 
Indian Government for the sum of 
£1,770,000 and the repayment of its 
£1,000,000 of 54 per cent. mortgage deben- 
ture stock at 108 per cent., the Assam 
Railways & Trading Co. Ltd. is now pro- 
posing to reduce its capital from £1,160,000 
to £615,000. This reduction is to be 
effected by repaying the whole of the 
8,000 £10 eight per cent. cumulative pre- 
ference ‘‘A” shares at £12 a share, the 
whole of the 15,000 new preference £10 six 
per cent. shares at par, and half the £630,000 
of 8 per cent. cumulative “A” stock at 
120 per cent. Each holder of £100 of “A” 
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stock would therefore receive a capital 
payment of £60 cash and retain £50 stock. 
Arrears of dividend will be paid on this 
stock from July 1, 1932, amounting to 
104 per cent., less tax at 8s. 2d. in the /. 
If the proposed capital reduction is con- 
firmed, the issued capital will then consist 
of £315,000 ‘‘ A” stock and £300,000 “B” 
stock. The directors also propose to restore 
the authorised capital to £1,160,000 by 
creating 545,000 £1 shares. 


The Vacuum Brake Co. Ltd.—An 
ordinary dividend has been declared by the 
Vacuum Brake Co. Ltd. for the year ended 
January 31, 1945, at the rate of 10 per cent. 
together with a bonus of 5 per cent., making 
15 per cent. for the year. 


Locomotive Manufacturers’ Associa- 
tion.—An Assistant to the Secretary of 
the Locomotive Manufacturers’ Associa- 
tion is being sought. Candidates should 
have legal or commercial experience, and 
knowledge of trade association work 
would be advantageous. (See Official 
Notices, page 631). 

Road Accidents during the War in 
Europe.—During the war in Europe, 
there were, on the average, over 20 deaths 
a day in Great Britain as the result of road 
accidents. The total number of road 
deaths during the war period to the end of 
April of this year (including the first two 
days of September, 1939) was 42,556, of 
which 7,148 represented children. 





LORD ASHFIELD’S MESSAGE TO L.P.T.B. | 
STAFF 


The following message was addressed by Lord 
Ashfield, Charman, London Passenger Transport 
Board, immediately after VE-Day and VE-Day | 
plus one, to the Board's officers and staff : | 

** During the two days of national rejoicing to 
mark the victory in Europe the Board's rail and 
road services dealt with a traffic exceeding any- 
thing experienced in our history. That the 
services were maintained efficiently under the 
conditions which prevailed almost continuously 
throughout the two days, and that the transport 
of the millions who took part in the rejoicings 
was safely accomplished, are in my view achieve- | 
ments in which all concerned can take legitimate | 
pride, and | would ask you to accept our warmest | 
| thanks. 
| ASHFIELD ”’ 





Wellington Grey & Bruce Railway 
‘stimated earnings of the 
Wellington Grey & Bruce Railway Com- 
pany for the half-year ending June 30, 
1945, applicable to meet outstanding 
interest on the 7 per cent. bonds redeemed 
up to and including January 1, 1942, will 
admit of the payment of {6 15s. 5d. on 
each {100 bond. This payment will be 
applied as follows: {1 2s. 8d. balance due 
for Coupon No. 133, due January 1, 1937; 
£3 10s. full payment of Coupon No. 134, 
due July 1, 1937; £2 2s. 9d. on account of 
Coupon No. 135, due January 1, 1938; 
and will be made on and after July 1 next 
at the offices of the Canadian National Rail- 
way Company, 42-45, New Broad Street, 
EC. 





Mexican Railway Co. Ltd.—Gross 
receipts of the Mexican Railway Co. Ltd. 
for the half-year to June 30, 1944, were 
ps. 10,935,000, an increase of ps. 1,094,000 
over those for the first half of 1943, and 
again constituted a record. The expenses 
at ps. 12,677,000 were again the highest ever 
recorded ; the bulk of the increase, some 
ps. 1,080,000 is due to a new item entitled 
“emergency salaries.” This represents a 
substantial increase in the wages of lower 
paid employees and a further increase of 
5 per cent..in the salaries of higher paid 
officials and employees, both of which were 
imposed on the company by the Mexican 
Government to meet the higher cost of living. 
The working for the half-year resulted in a 
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deficiency of ps. 1,741,122 (or the equivalent 
of £96, 729) and after charging net revenue 
with debenture interest and Mexican income 
tax and crediting interest and adjustments 
in respect of stores, etc., there remains a 
deficiency at June 30, 1944, of £2,650,809. 


Swedish New Locomotive Selling 
Agency.—Reuters reports that three Swe- 
dish companies which manufacture railway 
locomotives have founded a common selling 
agency with the object of strengthenir 


their position in export markets. They ire 








British and Irish Railway 


Stocks and Shares 
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None of the vacancies on this page relate to a man 
etween the ages of 18 and 50 inclusive unless he ts 
excepted from the provisions of the Control of Engage- 
ment Order, 1945, or the vacancy ts for employment 
excepted from the provisions of that Order. 


His Majesty’s Colonial Service 


COLONIAL ENGINEERING SERVICE. 
HERE are vacancies in the British Colonial Depen- 
dencies for engineers—civil, mechanical and 
electrical. Applications will be considered from men 
who are professionally qualified and who have had 
xperience of one or more of the following 
(a) Construction and maintenance of railways. 
(b) Construction and maintenance of roads. 
c) Bridges and culverts. 
(d) Buildings. 
(e) Aerodromes. 
(f) Water supplies. 
(g) Irrigation and land drainage 
(hk) Construction and maintenance of 
wharves and canals 
i) Workshops and maintenance of 
plant. 
j) Electricity generation and distribution. 


harbours, 


mechanical 


The professional qualifications entitling applicants 
to consideration are Corporate Membership of the 
Institution of Civil Engineers, the Institution of 
Mechanical Engineers or the Institution of Electrical 
Engineers, or, alternatively, the possession of Engi- 
neering Degrees or Diplomas recognised by those bodies 
is granting exemption from Sections A and B of their 
examinations. Candidates must be British subjects 
nd physically fit. 


Salaries vary in different Dependencies the general, 
ange being from £450 to £1,000 per annum, but the 
ictual initial salary offered to a selected candidate 
will depend on his age and experience. There are also 
1 number of higher salaried posts to which promotion 
s made on merit. In most Dependencies free first class 
passages to and from the Territory are provided, and 
iberal leave to this country is granted. Government 
juarters, in many cases free of rent, are normally 
provided. A number of posts are pensionable, and 
thers offer prospect of pensionable employment. 

Further particulars can be obtained by post from the 
Director of Recruitment (Colonial Service), 15, Victoria 
Street, London, S.W.1, or from Ministry of Labour and 
National Service, Appointments Dept. A.G., Room 5/17, 

Sardinia Street, Kingsway, London, W.C.2. 
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OFFICIAL NOTICES 


Canadian National Railway Company 


WELLINGTON GREY & BRUCE RAILWAY 
COMPANY 7’, BONDS 

NOTICE IS HEREBY GIVEN that the estimated 
+ earnings of the Wellington Grey & Bruce 
Railway Company for the _ half-year ending 
30th June, 1945, applicable to meet outstanding 
interest on the above Bonds redeemed up to and 
including Ist January, 1942, will admit of the payment 
of £6 15s. 5d. per £100 Bond, and that this payment 
will be applied, as follows, viz.: {£1 2s. 8d., balance 
due for Coupon No. 133 due Ist January, 1937, 
£3 10s. Od. full payment of Coupon No, 134 due Ist 
July, 1937, £2 2s. 9d. on account of Coupon No, 135 
due Ist January, 1938, and will be made on and after 
ist July, 1945, at the offices of the Canadian National 
Railway Company, Orient House, 42-45, New Broad 
Street, London, E.C.2, England. 

The coupons must be left three clear days for 
examination. 

A. H. CONEYBEARE, 
European Secretary and Treasurer. 
London, 18th June, 1945 


OCOMOTIVE MANUFACTURERS’ ASSOCIA- 
TION, LONDON. Applications are invited for 
the position of Assistant to the Secretary of the Loco- 
motive Manufacturers Association from Candidates 
under the age of 35 years. The Candidate sought is 
one who has had a sound education and is thoroughly 
conversant with drafting Reports, Minutes, etc.; who 
has Legal or Commercia Jexperience. Knowledge of 
Trade Association work would be advantageous. 
Written applications, giving detailed particulars 
together with salary required, should be addressed in 
envelopes marked “ Personal’’ to :—The Secretary, 
.M.A., 82, Victoria Street, London, S.W.1. Con- 
sideration will be given to those unable to take up 
appointment until released from H.M. Forces. 


GENERAL MANAGER required for large Engineer- 

ing Works. Applicants must be qualified 
engineers, age preferably below 40, having first class 
executive experience in senior management positions. 
Sound knowledge of modern methods of production 
essential. Commencing salary not less than £1,500 
per annum; permanent position.—Reply stating 
age, education, experience (with dates), and present 
remuneration in confidence to Box No. 645, c/o The 
Railway Gazette, 33, Tothill Street, Westminster, 
London, S.W.1. 
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London and North Eastern 
Company 


OTICE is hereby given that the Directors have 
fixed July 2nd at the close of business as the 
date for striking the Balances of the Company’s 
Guaranteed, Preference and Ordinary Stocks. Interim 
Dividends declared for the half-year ending 30th June, 
1945, will be payable only to the Stockholders whose 
names are registered in the books of the Company on 
the date so fixed. 

Deeds of Transfer should, therefore, be lodged with 
the Registrar of the Company at Hamilton Buildings, 
Livernool Street Station, London, E.C.2, before 
5.0 p.m. on 2nd July. 


Railway 


By Order, 
W. H. JOHNSON, 
Secretary of the Company. 
Marylebone Station, 
London, N.W.1. 
22nd June, 1945. 








ANTED by a well-known firm of London Sheet 

Metal Workers and Engineers—Agent, already 
calling on all Railway Companies and Contractors, 
with a view to representing them.—Apply, Misani, 
Gooderham & Young, Ltd., 49, Chancery Lane, W.C.2. 








NGINEER, A.M.L.C.E., A.M.I.M.E., M.I.Loco.E., 
Railway trained, excellent record and valuable 
connections, wide experience Sales and Export Manage- 
ment, Heavy Plant, Machine Tools, Railway and 
Municipal Transport supplies, accustomed large turn- 
over, desires whole or part-time position or interest, 
some capital available if necessary.—Address, Box 116, 
c/o The Railway Gazette, 33, Tothill Street, West- 
minster, London, S.W.1. 





SSISTANT ENGINEERS required for the Iraqi 
State Railways for one tour of 3 years in the 
first instance with possible extension. Salary Iraq 
Dinars 70-80 a month, plus high cost of living allow- 
ance I.D. 24 a month on salary of I.D. 80 (I.D. 1 = £1). 
Free passages. Post is not pensionable but there is 
a Provident Fund. Candidates must be Associate 
Members of the Institution of Civil Engineers or hold 
a degree in engineering recognised as granting exemp- 
tion from Sections A and B of the A.M.I.C.E. examina- 
tion and have had practical experience of railway civil 
engineering, preferably including track maintenance. 
Write quoting C.2520A to Ministry of Labour and 
National Service, Appointments Department A.9, 
Room 5/17, Sardinia Street, Kingsway, London, W.C.2, 
for application form which must be returned completed 
by July 6, 1945. 








Nydqvist & Holm, at Trollhattan ; Motala 
Verkstad, at Motala; and A.B. Svenska 
Jarnvagsverkstiderna, at Falun. The new 
selling agency will work as a joint stock 
company, with its head office at Troll- 
hattan. 


Canadian Pacific Railway Company. 

A dividend of 2 per cent. on the preference 
stock of the Canadian Pacific Railway Com- 
pany in respect of the year 1945 will be pay- 
able on August 1, 1945, to stockholders on 
record at 3 p.m. on June 30, 1945. 


Air and Rail Travel in Sweden.— 
\s from May 1 the Government-subsidised 
Swedish air line, A. B. Aerotransport, has 
cut prices for travel within Sweden by 
27-5 per cent. Thus it now costs only 
62 crowns to travel by air between Stock- 
holm and Gothenburg, against 51 crowns 
50 6re for a second-class sleeper berth by 
rail. Since May 1 also it is possible to leave 
Lulea, in the far north, shortly after noon 
and arrive in Malm6 in the evening of the 
same day. The journey bv rail takes 
about 30 hours. The air travel price is 
140 crowns. 


Post-War Developments of Road 
Motor Transport.—<A meeting, organised 
jointly by the Institution of Civil Engineers, 
the Institution of Mechanical Engineers, the 
Institution of Automobile Engineers, and 
the Institute of Transport will be held in 
the Great Hall of the Institution of Civil 
Engineers, Great George Street, West- 
minster, S.W.1, on June 27 at2 pm. A 
symposium of papers on ‘“‘ The Post-War 
Development of Road Motor Transport,” 
vill be presented as follows :—‘‘ Roads,” by 
Major H. E. Aldington, M.Inst.C.E. (Chief 
Engineer, Ministry of War Transport). 


‘Progress of Motor-Vehicle Design and 
Construction,” by Major E. G. E. Beau- 
mont, O.B.E., A.M.Inst.C.E., M.I.Mech.E. 
“‘ Traffic,” by Mr. J. S. Nicholl, C.B.E., 
M.Inst.T. 

British Electric Traction Co. Ltd.— 
Revenue of the British Electric Traction 
Co. Ltd. for the year ended March 31, 
1945, amounts to £779,608, compared with 
£767,962 for the previous year. After 
deducting £58,601 for general expenses, 
etc., and £317,791 for income tax (against 
£312,677), and after charging £79,479 for 
debenture stock interest, there is a balance 
of £323,737 available for appropriation, 
compared with £316,441 for the previous 
year. The directors recommend the pay- 
ment of the following final dividends for 
the year ended March 31, 1945 :—5 per 
cent. on the participating preference stock, 
less tax at the rate of 9s. 104d. in the £. 
(making with the interim dividend of 3 per 
cent. already paid, 8 per cent. for the 
year) ; 4 per cent. on the preferred ordinary 
stock, less tax at the rate of 9s. 10d. in the £. 
(making with the interim dividend of 4 per 
cent. already paid, 8 per cent. for the year) ; 
30 per cent. on the deferred ordinary stock, 
less tax at the rate of 9s. 10}d. in the £ 
(making with the interim dividend of 15 per 
cent. already paid, 45 per cent. for the 
year), leaving £62,110 to be transferred to 
undivided profits account. 

Central Uruguay Railway Tariffs.— 
Mr. H. H. Grindley, General Manager of 
the Central Uruguay Railway Co., Monte- 
video, Ltd., in an interview with Reuters 
correspondent, is reported as referring to a 
rumour that an increase in tariffs would be 
authorised for the Central Uruguay Rail- 
way, and to have stated that the rumour 


was incorrect. He said the situation was 
that proposals of the Central Uruguay 
Railway on three possible courses were 
being studied by the recently appointed 
Government Commission. These courses 
were (a) sale to the Government, (b) estab- 
lishment by the Government of guarantees 
in return for intervention in the company’s 
tariffs, and (c) the formation of a mixed 
company, with State and present owners, to 
acquire and carry on the present company. 
In the meantime, the notification of the 
company of increases in rates for goods of 
30 per cent., passengers of 74 per cent. 
and live stock of 15 per cent. as from 
August 1, remain in being pending the 
Government’s decision on the courses pro- 
posed. Under existing conditions the 
company retained its freights and was 
entitled to fix its tariffs without Govern- 
ment intervention in accordance with the 
concession of 1878. Government authorisa- 
tion or approval of increases in rates was 
not necessary: 


Forthcoming Meetings 


June 27 (Wed.).—The Institution of Elec- 
trical Engineers, at the Institution of 
Electrical Engineers, Savoy Place, 
Victoria Embankment, London, W.C.2. 
6p.m. ‘‘ Question and Answer.” 

June 29 (Fri.).—The Institution of Civil 
Engineers, Great George Street, West- 
minster, S.W.1. 5.30 p.m. ‘‘ General 
Activities of French Engineers under 
the German Occupation,’’ described 
by M. Demaret, President, Société des 
Ingénieurs Civils de France. 
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Railway Stock Market 


Conditions in stock markets showed no 
change from those recently ruling. Elec- 
tion uncertainties reduced business, 
although absence of selling assisted senti- 
ment, and British Funds remained firm on 
steady investment demand. Home rails 
continued to droop on recognition that the 
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rails have 


hardly surprising that home 

continued to move lower.. There con- 
tinues to be a good deal of pessimistic 
talk in the market, where sentiment 
appears to continue to be dominated in a 
large measure by the fact that on so 
many occasions in the past the hopes of 
the railways and their stockholders have 


been disappointed. It is recognised that 
much will presumably turn on the result 
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point at 1154 and the 4 per cent. deben- 
tures a similar amount at 113. London 
Transport ‘‘C’’ was fractionally lower 
at 67. 

In the Argentine section, Buenos Ayres 
Great Southern moved back from 12 to 
11 the 5 per cent. preference from 263 to 
26 and the 4 per cent. debentures from 
644 to 63. Buenos Ayres Western was 
114 and the 4 per cent. debentures 57}. 
































































































future will depend in a large measure on of the General Election, but in the event Central Argentine ordinary at 8 reflect ed R 
the outcome of the General Election, and of a favourable outcome to the latter, the general trend, as did the 4} per cent. 
with little fresh buying, moderate selling there would be every reason to ex- preference at 19, and Buenos Ayres & 
tended to have a disproportionate influence pect the railways to receive fair treat- Pacific consolidated debentures receded to 
on prices. There was also a number of ment. There is, of course, a statutory 553. The lower prices reflected a litile F 
declines among prior-charges. Argentine right to the standard revenues as defined selling, but as in -other sections, were 
rails showed small irregular movements in the 1921 Act. At current reduced attributed mainly to inactive markets and 
and were lower on balance, but Central levels, L.N.E.R. second preference yields absence of buyers. United of Havana 
Uruguay issues responded to hopes that as much as 94§ per cent., and L. M.S.R. 1906 debentures were a shade better at 
the outlook may be improved by the 9% per cent., and in the event of a 26, and San Paulo ordinary eased to 52 
recommendations of the commission favourable outcome to the General Elec- Among French rails, Nord were 114 and 
studying the railway’s position. tion, the large yields on home railway Midi 96}. Elsewhere, Antofagasta 
Attention in the Argentine rail market, ordinary and preference stocks would ordinary eased to 10} and the preference 
however, is for the time being generally doubtless attract if markets became to 43. Mexican Railway 6 per cent. 
centred on the outcome of Sir Montague buoyant. Highest prices touched last debentures were marked up to 564 
Eddy’s visit to the Argentine. Mexican year included Great Western 62}, Canadian Pacifics were 203, compared 
Railway issues were better, particularly L.N.E.R. second preference 35% and with 193 a week ago. = 
the 6 per cent. debentures, on hopeful Southern deferred 26. . r 
: 3 ie : . -s sr — — VoL 
views as to possible purchase terms Compared with a week ago, Great = 
resulting from the negotiations with the Western ordinary has receded from 54} HAavANA TERMINAL RaILROoAD  Com- == 
Mexican Government. French rail to 54, the 5 per cent. preference from PANY. Notice is given that the Havana 
sterling bonds continued to reflect 118} to 117} and the 4 per cent. deben- Terminal Railroad Company having de- 
expectations of an early resumption of tures from 116 to 115. L.M.S.R. was posited with the paying agents, J. Henry 
interest payments Canadian Pacifics 26}, as against 27 a week ago, the senior Schroder & Co., the requisite funds, there : 
were a good feature (the current level is preference also declining from 74} to 73 will be payable to the holders of the com- Ec 
the best for twelve years); buying is and the 1923 preference from 54} to 54. pany’s 5 per cent. mortagge debentures é 
attributed to talk of a possible revision of L.N.E.R. second preference declined on and debenture stock on July 1, 1945, the Tt 
the Canadian dollar exchange. Brazilian balance from 28 to 27}, and the first interest due on that date. In accordance é 
Traction and other international stocks preference from 54} to 53. Southern with the revised sinking fund schedule, Ta 
also moved higher. deferred was } lower at 22}, and the debentures amounting to £42,300 nominal Le 
With markets inactive and with no _ preferred ordinary moved down from 72} have been purchased and withdrawn from Ch 
further light on the railway outlook, it is to 71}; the 5 per cent. preference lost a circulation. rt 
e 
Traffic Table and Stock Prices of Overseas and Foreign page ; = 
7 —_ Se en an : i Pe; 
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Antofagasta (Chili) & Bolivia! 834 10.6.45 30,980 + 7,020 | 23 707.220 641,790 + 65,430 Ord. Stk.| 134, 9% | 10$| Nil The 
Argentine North Eastern .... 753 9.6.45 18,325 + 431 49 906,175 761,594 + 144,581 * 64 44 9 Nil tratin 
Bolivar , 174 May, 1945 4,670 — 789 «21 25,635 26,518 — 883 6p.c.Deb. 18% 7+ 8} Nil will t 
ee .. = _ — Bonds | 19%| 15 | 23 | Nil 
Buenos ‘Ayres & Pacific 2,773 9.6.45 113,812 + 10,062 49 6,704,687 5,611,625 (+ 1,093,062 Ord. Stk.| 743) 343 5+ Nil 
Buenos Ayres Great Southern; 5,080 9.6.45 191,187 + 30,562 49 10,200,625 9,104,500 + 1,096,125 | Ord. Stk. 14% 94 i Nil 
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P : . om ote Dfd. 43 3 | 4$) Nil Britai 
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Uruguay Northern ... ove 73 Apr., 1945 1,934 | + 467 | 43 16,230 14,732 + 1,498 _— }— | — _ _ Unt 
¥ 9.30 a 
= Canadian Pacific 17,028 7.6.45 1,211,600 56,000 | 21 26,542,600 26,739,200 — 196,600 | Ord. Stk. 17% | 1343) 205 |£4 18/9 The 
3 > v4 
| | | 
Barsi Light 202 Apr., 1945 31,072} + 2,640| 4 31,072 28,432 + 2,640 | Ord. Stk. | 1294 | 974 | 129 \£3 9/6 By 1 
£ | it is 7 
Egyptian Delta 607 20.5.45 15,100  — 3,290 7 84,641 94,755 — 10,114 Prf. Sh. 7H 53) 64 a researc. 
e | Manila -- -- _ -- — _ B.Deb. | 634 | 58 | 59 | numbe: 
3 Midland of W. “Australia 2 Apr., 1945 16,473 — 4.148 | 44 189,748 291,154 — 101,406 Inc. Deb. 101s 9% 98 xd £439 
< ) Nigeria ooo «| 1,900 24.3.45 94,631 + 25,164 4 -- — — | 
3 South Africa ... eee ---| 13,301 5.5.45 1,000.920 108.249 5 4,962,074 4,276,017 |+ 686,057 _— — —-!i—;— 
Victoria ° eee eee} 4,774 Feb., 1945 1,252.999 43,035 4 — _ —_ _ Pm | mm | ef oe Bei 
| win 
er ee eet a — araemeane a ceneieiaiiin - — § due to 
Note. Yields are based on the approximate current price and are without a fraction of #4. Argentine traffics are given in sterling calculated @ 16 pesos to the £ ask ou 
+ Receipts are calculated @ Is. 6d. to the rupee they m 
printing 
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